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EDUCATIONAL PROGRAM 


It is to be hoped that, with the announcement this 
week that W. E. Butterbaugh, chairman of the educa- 
tional committee of the Associated Traffic Clubs of 
America, who is largely responsible for the educational 
program of the association, is leaving La Salle Exten- 
sion University to become connected with the University 
of Minnesota, the educational program will profit by the 
fact that its opponents are now deprived of the argu- 
ment that it is a scheme of the correspondence schools to 
make business for themselves. We never took any stock 
in that argument ourselves. In the first place, we be- 
lieved the correspondence schools were engaged in an 
entirely reputable business and that the methods of most 
of them were legitimate. In the second place, no mat- 
ter what might be true of correspondence schools, we 
believed Mr. Butterbaugh himself to be a man of charac- 
ter and intergrity, deeply imbued with the idea of being 
of service. In the third place, no matter what might be 
true of correspondence schools in general, his school in 
particular, or of himself, we thought the program good 
and, we therefore, supported it. It made no difference to us 
where it came from, who was for it, or who was against 
it. We considered it on its merits and made up our 
minds accordingly. But we have realized, and so has 
the association of traffic clubs, we are sure, that Mr. 
Butterbaugh’s connection with a correspondence school 
was a handicap to the program in question for the very 
reason that so many persons seemed to believe or sus- 
pect that there were ulterior motives behind it, though 
Mr. Butterbaugh was the only correspondence school 
man in a large educational committee composed of rep- 
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resentative men from colleges and universities and from 
the business walks of life as well. 

But whatever taint was attached to the program is 
now gone. It is a compliment to Mr. Butterbaugh that 
he was retained as chairman of this committee even after 
he wished to resign, realizing what was being said of 
his motives, because, in spite of that handicap, he was 
believed to be the best man available to conduct this 
important work, 

Incidentally, we congratulate the University of Min- 
nesota on obtaining the services of such a man as Mr. 
Butterbaugh, who has our best wishes for his continued 
success. He has not been too busy to give his time and 
energy to the uplift of the profession in which he is in- 
terested and to the public welfare in general. Such men 
are too rare. We lift our hats to them when we find 
them. It is taken for granted that he will continue his 
public service. 


RAILROAD ADVERTISING 
The Traffic World, like other institutions of its kind, 
has had many ideas and theories for which it has fought, 
with varying degrees of success. Sometimes it has been 
able to convince others and sometimes it has not, but 


_always it has endeavored to advocate only policies that 


it conceived to be in the public interest. This has been 
true even when the policy was in our own interest also, 
as now and then it has been. A case in point is the 
matter of railroad freight advertising. Our interest in 
that, of course, has been selfish. We believed that rail- 
roads could advertise their freight carrying facilities to 


“advantage and that, if they did so, our magazine could 


expect to get a goodly share of the business. At the 
same time, however, we believed it would be a benefit 
to the railroads to do some of this advertising and to 
the shipping public as well. On no other ground could 
we have made the appeal. 

* But it has been one of the campaigns in which we 
have been successful after a long and sometimes dis- 
couraging fight. At the beginning of that fight, some 
twelve years ago, no railroad did any freight advertising. 
All the railroads were opposed to doing any, for several 
reasons. They did not believe it would produce business, 
they said the advertising of one railroad would offset 
that of another, they were afraid of the expense, and 
there were, in some territories, what amounted to prac- 
tical agreements among them not to do any freight 
advertising. But one by one and little by little these 
arguments were met and disposed of and now it is the 
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Litmors TRACTION SYSTEM is the only 
railway that enters St. Louis over its own rails and its own 
bridge. It connects with all railroads in St. Louis and has 
arrangements by which every private industry on other 
railroads in St. Louis may be reached under switching ab- 
sorption and also many team tracks throughout St. Louis 
may be used in serving industries not provided with private 
industry tracks. 


Illinois Traction System has joint freight rates with 
principal railroads throughout the United States. 


Freight shipment to, from or via St. Louis receive 
prompt handling and personal attention. 


OFF-LINE REPRESENTATIVES 
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customary rather than the unusual thing for a railroad 
to advertise its freight facilities. 

The Gulf, Mobile, and Northern was the first railroad 
thus to use our columns. We like to think that we have 
played a part in its success since it adopted this policy. 
It was followed by others in more or less rapid succes- 
sion after the ice was broken, and now the railroad 
advertisements are not the least attractive and valuable 
feature of this magazine. Many subscribers look every: 
week, for instance, for the unique advertisements of the 
Southern Pacific. The Pennsylvania Railroad is another 
that is doing some effective work along this line, not 
only with us but with other publications, for it is one of 
the results of this pioneer work of ours that others than 
ourselves have profited, though we have not advocated 
freight advertising in anything but journals that reach 
shippers particularly. But it is a Pennsylvania advertise- 
ment in The Saturday Evening Post that inspired this 
editorial. That advertisement—a full page that cost a 
lot of money—is devoted principally to a certain train 
for “four-footed passengers.” Displayed in the middle 
of it is the following, addressed to shippers: 

Are you giving the man who routes your freight the time and 
opportunity to effect the economies, contribute to the new business 
strategy which in many industries is considered the most important 
development since mass production? 

The industrial traffic managers of many organizations have been 
instrumental in the speeding up of turnover—in the reduction of in- 
ventories—and in the opening up of new selling territories to which 
improved freight transportation has given them access. 

Such trains as “Man O’ War” and other named Pennsylvania 
carriers are materially aiding the industrial traffic managers in their 
constructive tasks of building business for their organizations. 

Here is a direct and public recognition by a great 
railroad of the function and value of the expert indus- 
trial traffic manager. It is at once an evidence of co- 
operation by the railroad with the shipper and of the 
feeling that the profession of industrial traffic manage- 
ment has reached the point where it must be recognized 
and where those who engage in it must be proficient. 
None but a proficient traffic manager could perform well 
the tasks that this address to shippers asks them to let 
him perform. The railroads themselves desire to transact 
their business with competent men. The more compe- 
tent they are the better and more satisfactorily for all 
concerned will the business be transacted. 

This is one of the ideas involved in the educational 
program of the traffic clubs of the country—the develop- 
ment of industrial traffic men who will be a credit to 
their employers and their profession and who will con- 
tribute to the wise and proper settlement of problems 
that arise from time to time, not only in their own par- 
ticular business with the railroads, but in the business of 
the country at large. 


BILLS OF LADING QUERIES 


The Traffic World Washington Bureau 


Questions raised by carriers and shippers as to the effect 
of the Newton omnibus bill, enacted into law March 4 last, on 
the present uniform bill of lading forms, embodied in the cor- 
solidated and territorial classifications, probably will result in 
the institution by the Commission of another bills of lading 
case. Whether it will be a wholly new proceeding or a new 
edition of the one in which the present forms were prescribed, 
has not been determined. Whether it be a new case or a re- 
opened one will make no practical difference. 

At present the Commission is not doing anything about 
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the bill of lading except conducting, by means of its bureau 
of inquiry, an investigation to determine the extent to which 
carriers are departing from the forms of the bill of lading pub- 
lished in the classifications, by accepting bills not in accordance 
with the forms published in the classifications. Such forms were 
prescribed by the Commission. However, the offense, if any, 
consists of the failure of the carriers to carry out the terms 
of their tariff publications. 

Robert C. Fyfe, chairman of the Western Classification Com- 
mittee, and J. H. Beek, executive secretary of the National In- 
dustrial Traffic League, are active in the matter of changes in 
the forms required by reason of the enactment of the Newton 
bill; also in the matter of non-conforming bills tendered by 
shippers and accepted by carriers and the inadequacy of de- 
scriptions of commodities furnished to the carriers by shippers. 
Inadequacy of description, in the opinion of Mr. Fyfe, is a large 
cause of overcharge and undercharge claims. Incorrect or in- 
complete descriptions are furnished by shippers by means of 
shipping tickets or bills of lading filled out and sent to freight 
stations by shippers. Mr. Fyfe, in correspondence with Mr. 
Beek, has mentioned some forms of the inadequacy of descrip- 
tion furnished by shippers. In one bill of lading the shipper 
described what he desired forwarded as “one box of brackets,” 
as if he were wholly unconscious that more than ffiteen types 
of brackets were classified. In that same bill of lading another 
item was “one box of glass,” as if the shipper were unaware 
or did not care, that there were ratings on plate glass, window 
glass, bent glass, leaded glass, shock glass and many other 
sorts of glass, each differently classified. Mr. Fyfe pointed out 
that the billing clerk, especially in a large freight station sel- 
dom, if ever, saw either the commodity or the package containing 
it, and therefore had no guide for making a bill of lading that 
would enable anyone to know the rate the shipment siiould pay. 

The National Industrial Traffic League bill of lading com- 
mittee and a like committee representing the carriers, according 
to Mr. Beek, are discussing and negotiating concerning the 
necessity for and the substance of changes to meet conditions 
brought about by the enactment of the Newton bill with a view 
to agreeing upon changes and then suggesting that the Com- 
mission approve and prescribe them. 


The men of the Commission who have heretofore had much 
to do with the preparation of the forms of the bill of lading, up 
to this time, have been of the impression, subject, of course, to 
change, that the Newton bill does not really require any changes 
in the forms. The railroad and shipper committees, however, 
seem to be of the opinion that changes are required. 


_. Among the Commission men it is admitted that there is the 
appearance of conflict between section 1 of the Newton bill and 
section 7 of the contract terms and conditions in the straight 
and order notify bill of lading forms. Section.1 of the Newton 
bill was intended to provide a method whereby a commission 
merchant, for instance, who reconsigned a shipment that had 
been consigned to him, might relieve himself of liability for 
the freight money, by informing the carrier, in writing, that he 
was not the beneficial owner of the goods reconsigned, and in- 
forming the carrier as to the identity of the one having the 
beneficial title to the goods. 


Section 7 declares the law, which is that the owner or 
consignor is liable for the freight and all lawful charges accru- 
ing on the property shipped, except in specified instances where 
a contrary rule is brought into play. The conflict seems to 
arise between the right given the consignor of reconsigned 
goods in section 1 of the Newton amendment and the following 
part of section 7 in the contract terms and conditions reading 
as follows: 


The consignor shall be liable for the freight and all other lawful 
charges, except that if the consignor stipulates, by signature, in the 
space provided for that purpose on the face of this bill of lading that 
the carrier shall not make delivery without requiring payment of 
such charges and the earrier, contrary to such stipulation, shall make 
delivery without requiring such payment, the consignor shall not be 
liable for such charges. 


There is also conflict, it has been suggested, between the 
new right given by the Newton bill and that part of section 7 
which says that nothing therein shall limit the right of the 
carrier to require, at the time of shipment, the prepayment or 
guaranty of the charges. 


In view of the uncertainty as to bill of lading forms, Mr. 
Beek, in a bulletin addressed. to members of the League, sug- 
gested that members who furnished their own bills of lading 
exercise caution in ordering new supplies of bills. He said he 
could not say when the Commission would issue an order making 
what he called the necessary changes, but would keep the 
members fully informed on the subject. He further suggested 
that members avoid printing a large supply of the present forms 
of the bill of lading, since, as he said, “changes must be made, 
and doubtless will be made in the near future.” 


Opposition to the elimination of shipper bills of lading or 
shipping tickets probably will be made by shippers, with the 
tacit if not open indorsement of the carriers. A. U. Tadlock, 
secretary and commerce attorney of the Jonesboro (Ark.) 
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Freight Bureau, in a letter to Mr. Fyfe, said: “We do not want 
to see the use of shipping tickets prohibited.” He also sug- 
gested how continued use of shipper bills or shipping tickets 
might be continued. On that point he said: 


May I suggest that if paragraph (a) of Rule 1 of the classification 
were amended so as to refer to the ‘Uniform Domestic Bill of Lading 
Contract,” for instance, instead of to the ‘“‘Uniform Domestic Bill of 
Lading,’’ the objection made by the Commission would be met? Qr, 
if you prefer, the words ‘“‘and use” following the word “acceptance 
might be eliminated. In either case the classification would not then 
require the “acceptance and use” of the bill of lading form; but, on 
the contrary, would only require the ‘‘acceptance and use” of the con- 
tract, which, after all, is the object actually sought after. There 
would then be no room for argument to the effect that the carriers, 
by the use of shipping tickets, were violating Section 6 of the act. 
Moreover, with this amendment of Rule 1 (a), it is apparent that the 
Commission would then lack authority to require the use of any par- 
ticular form of receipt. Its power to prescribe the terms of the bill 
of lading contract, as stated by it in the Bill of Lading Case, founded 
only upon its authority to prescribe rules and regulations affecting 
the cost of the service rendered by the carrier to the shipper. The 
receipt given by a carrier for freight does not necessarily affect the 
cost of the service to the shipper. The law itself only requires the 
giving of a receipt by the carrier to the shipper. <A shipping ticket, 
made after the usual form and signed by the carrier’s agent, is a re- 
ceipt within the meaning of the statute. Furthermore, any ship- 
ment accepted and transported under the usual shipping ticket is 
handled under the terms of the uniform bill of lading contract; first, 
because such ticket specifically so provides; and, secondly, because, 
even if it didn’t so provide, the provisions of the tariffs naming the 
rate or rates, read in conjunction with paragraph (b) to (e) of the 
classification, would render it subject to the terms of the said uni- 
form bill of lading contract. As a result of this, the Commission’s 
order in the Bill of Lading Case is now being complied with and will 
continue to be complied with, even though shipping tickets be used. 
The second reason assigned in the second preceding sentence as to 
why a shipment handled under a shipping ticket would be subject to 
the terms of the bill of lading contract carried in the classification, 
applies with equal force to a shipment handled under a form differ- 
ent from the one carried in the classification. 





FIELD FOR MOTOR TRUCK 


For short hauls of less than carload freight, in city or coun- 
try, the motor truck provides cheaper and prompter transporta- 
tion than the railroad train, especially when the cost of crating 
and packing and collection and delivery service are considered, 
it was pointed out in an analysis of this question by the com- 
mittee on economics of railway operation, at the recent annual 
convention of the American Railway Engineering Association. 
The committee continued as follows: 


In retail transportation it is preeminent; in wholesale transporta- 
tion, measured either by bulk or by distance hauled, it is out of 
place and in its unregulated state a menace to rail carriers. It is 
probably not as serious a factor as the passenger car, because speed 
and economy govern its use, while in the case of the passenger car, 
novelty and pleasure enter in, to a large degree. 

The field of the truck is limited in the same way as that of the 
motor coach. There can never be sufficient traffic to be moved, in 
bulk or over long distances, to warrant the two parallel services 
Save as a temporary expedient. Rail facilities should be expanded, 
if necessary, to handle all of this business that is offered. Of course 
it is true that a sudden emergency, such as a war or a serious 
labor difficulty, may temporarily force wholesale freight traffic onto 
the highway. 

In the case of motor coaches, however, it is recognized that situa- 
tions may exist where parallel services, covering relatively long dis- 
tances, are justified and should be maintained. Generally speaking, 
the fields of the truck and the bus are the same and the attitude of 
the railroads toward the truck should be similar to their attitude 
toward the bus; assisting it in its legitimate field, using it as an 
ally where it should be used and opposing it elsewhere. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 13 totaled 
1,049,280 cars, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was an increase of 25,062 cars above the preceding week 
this year, increases being reported in the total loading of all 
commodities except ore and merchandise and less-than-carload- 
lot freight. Compared with the corresponding week last year, 
the total for the week ended August 13 was a decrease of 53,380 
cars, as well as a decrease of 15,196 cars under the corresponding 
week in 1925. 

Revenue freight loading by districts the week ended August 


13 and for the corresponding period of 1926 was reported as 
follows: 





Eastern district: Grain and grain products, 9,779 and 10,568; live 
stock, 2,729 and 2,489; coal, 39,392 and 48,229; coke, 2,443 and 2,823; 
forest products, 5,305 and 4,918; ore, 6,469 and 7,211; merchandise, 
L. C. L., 69,047 and 67,893; miscellaneous, 105,195 and 106,698; total, 
1927, 240,359; 1926, 250,829; 1925, 248,738. 

Allegheny district: Grain and grain products, 4,434 and 5,405; live 
stock, 2,453 and 2,313; coal, 41,070 and 49,366; coke, 4,525 and 5,065; 
forest products, 3,228 and 3,487; ore, 9,824 and 15,001: merchandise, 
L. C. L., 54,666 and 54,841; miscellaneous, 90,691 and 88,122; total, 
1927, 210,891; 1926, 223,600; 1925, 212,145. 

Pocahontas district: Grain and grain products, 330 and 366; live 
stock, 284 and 247; coal, 46,084 and 45,038; coke, 330 and 523; forest 
products, 1,746 and 1,764; ore, 107 and 104; merchandise, L. C. . 
7,628 and 7,384; miscellaneous, 6,441 and 6,191; total, 1927, 62,950; 1926, 
61,617; 1925, 57,656. 

Southern district: Grain and grain products, 3,989 and 4,507; live 
stock, 1,883 and 1,827; coal, 27,964 and 25,859; coke, 641 and 801; for- 
est products, 21,217 and 22,784; ore, 1,277 and 1,272; merchandise, L. 
C. L., 41,217 and 40,809; miscellaneous, 51,287 and 52,986; total, 1927, 
149,475; 1926, 150,845; 1925, 148,692. 

Northwestern district: Grain and grain products, 12,001 and 10,722; 
live stock, 6,757 and 8,710; coal, 5,643 and 6,979; coke, 1,278 and 1,540; 
forest products, 16,145 and 15,800; ore, 38,103 and 50,556; merchandise, 
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L. C. L., 34,884 and 34,164; miscellaneous, 44,903 and 45,317; total, 
1927, 159,714; 1926, 173,788; 1925, 165,788. : 

Central Western district: Grain and grain products, 17,412 and 
19,621; live stock, 10,180 and 11,683; coal, 7,708 and 12,632; coke, 369 
and 359; forest products, 11,670 and 12,619; ore, 3,312 and 4,723; mer- 
chandise, L. C. L., 34,692 and 35,303; miscellaneous, 65,156 and 64,284; 
total, 1927, 150,499; 1926, 161,224; 1925, 151,718. 

Southwestern district: Grain and grain products, 5,544 and 5,980; 
live stock, 3,116 and 3,210; coal, 3,433 and 4,765; coke, 162 and 185; 
forest products, 9,034 and 10,667; ore, 405 and 434; merchandise, L. 
C. L., 17,223 and eo es 36,475 and 38,061; total, 1927, 
75,392; 1926, 80,757; 1925, 79,739. 

Total, all roads: Grain and grain products, 53,489 and 57,169; live 
stock, 27,402 and 30,479; coal, 171,294 and 192,868; coke, 9,748 and 11,296; 
forest products, 68,345 and 72,039; ore, 59,497 and 79,301; merchandise, 
L. C. L., 259,357 and 257,849; miscellaneous, 400,148 and 401,659; total, 
1927, 1,049,280; 1926, 1,102,660; 1925, 1,064,476. 


Loading of revenue freight this year compared with the two 
previous years follows: 


ry 49 aioe 256 gee 949 

Five weeks in January......... 4,524,7 ,428, ,456, 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 4,710,903 
Four weeks in May.........-e«-+ 4,096,742 4,145,820 3,869,306 
Four weeks in June...........-. 3,974,160 4,089,340 3,965,872 
Five Weeks in July..........+%- 4,935,397 5,213,759 4,945,091 
Week ended August 6.......... 1,024,218 1,075,392 1,052,518 
Week ended August 18.......... 1,049,280 1,102,660 1,064,476 
WORE  cavcccvncdewececesessun 32,335,621 32,400,962 31,390,575 


CALIFORNIA TREE TO FRANCE 


An unusual shipment in the form of a section of a giant 
California redwood tree has arrived in New York via a South- 
ern Pacific freight steamship. It was sent across the country 
via the Southern Pacific rail line to Galveston and thence by 
steamship to New York for transshipment to France, and will 
be presented to the soldiers of France by the California dele- 
gation to the Paris convention of the American Legion in 
September. The specimen came from the Sequoia National 
Park and the rings indicate that, when the tree fell in 1915, it 
was 1995 years old. It is one and one-half feet in thickness 
and nine feet eight inches in diameter and weighs about three 
thousand pounds. 


“HUMOR” IN BUS CASE 


“A recent news note,” says John M. Meighan, secretary of 
the bus division of the American Automobile Association. in a 
bulletin to members, “carries the information that, while grant- 
ing a certificate of transportation to Melton B. Edmonson to 
operate a bus line from Steamboat Springs to Craig, the Colo- 
rado public utilities commission has barred the carrying of pas- 
sengers, because the territory covered by the application is trav- 
ersed by the Denver & Salt Lake Railroad Company. The news 
article failed to state whether or not Mr. Edmonson appreciated 
the humor involved.” 


RAIL WAGE STATISTICS 


Class I railroads had 1,793,141 employes in May, to whom 
total compensation of $249,146,236 for that month was paid, ac- 
cording to the monthly summary of wage statistics prepared 
from carriers’ reports by the Bureau of statistics of the Com- 
mission. The number of employes represented an increase of 
34,670, or 1.97 per cent, as compared with the number for April, 
and the total compensation showed an increase of 2.25 per cent. 
Owing to seasonal requirements, the number of employes in the 
maintenance of way group showed an increase of 40,585, but 
this increase was slightly offset by reductions in other groups. 
Compared with the returns for May, 1926, the number of em- 
ployes reported for May this year showed a decrease of eighty- 
six hundredths of one per cent, while the total compensation 
showed an increase of 1.06 per cent. 

Included in the summary is a compilation of average straight 
time hourly earnings of road, train, and engine service employes 
as reported by Class I roads for May. The compilation shows 
the following: Passenger conductors, 92.4 cents as compared 
with 89 cents in May, 1924; freight conductors, 83.6 cents as 
compared with 80.2 cents in May, 1924; passenger barkemen 
and flagmen, 64.5 cents as compared with 62.1 cents in May, 
1924; freight brakemen and flagmen, 66.5 cents as compared 
with 63.4 cents in May, 1924; passenger engineers and motorme?D, 
118.4 cents as compared with 113.2 cents in May, 1924; freight 
engineers and motormen, 96.6 cents as compared with 93.9 cents 
in May, 1924; passenger firemen and helpers, 94.4 cents as com- 
pared with 86.8 cents in May, 1924, ahd freight firemen and 
helpers, 75.7 cents as compared with 70.2 cents in May, 1924. 


WAGE INCREASE GRANTED 


Clerks and freight handlers of the Illinois Central and 
Yazoo & Mississippi received a five per cent wage increase 
from the federal board of arbitration August 23, at the conclu- 
sion of a two months’ hearing in Chicago. The workers had 
asked an increase of ten cents an hour; the award of the arbl- 
tration board amounts to an increase of about 3 cents an hour, 
according to E. L. Oliver, counsel for the Brotherhood of Rail- 
way Clerks and Freight Handlers. Approximately 9,715 em- 
ployes are affected, according to estimates. The hearing was 
conducted by William Rogers Clay, chairman of the board. 
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COMBINATION RULE ON LUMBER, ETC. 


The Commission, by division 3, in I. and S. No. 2876, combi- 
nation rule on lumber and other forest products between South- 
ern territory and interstate points, embracing also I. and S. 
No. 2920, mimeographed, has found not justified proposed re- 
striction of combination rule in connection with rates on lumber 
and other forest products from Southern territory to interstate 
points, when used as factors of combination rates. The find- 
ing is without prejudice to the filing of new schedules in con- 
formity with the views expressed in the report. The suspended 
schedules have been ordered canceled and the proceeding dis- 
continued. 

The restrictions proposed by respondents would have re- 
sulted in increases in rates, according to the report. The 
Southern Pine Association and the West Coast Lumbermen’s 
Association obtained suspension of the schedules. The report 
said that, although the proposed restrictions were published in 
tariffs naming rates on commodities other than lumber and 
forest products that were subject to deductions under the com- 
bination rule, such as brick, cement, lime and live stock, no 
protest with respect to those commodities had been received, 
and that in connection with rates on those commodities, the 
restrictions had become effective. 

“The schedules under suspension,” said the report, “which 
provide rates on lumber and forest products, carloads, from 
Southern territory to interstate points, are subject to the so- 
called ‘combination rule’ published in Agent Jones’ tariff I. C. C. 
No. U. S. 1, for constructing rates between points from and to 
which no through joint rate are in effect. Respondents pro- 
pose to restrict the application of the combination rule by the 
addition of specific provisions which, in certain instances, will 
result in increases of from 0.5 to 2 cents in rates.” 

Respondents, according to the report, contended that the 
proposed rule would make no change in the present rates on 
lumber between the points involved, on the theory that at the 
present time a combination rate was not governed by the com- 
bination rule published in the Jones’ tariff, except where all 
of the factors were made subject to the combination rule by 
proper tariff reference. They asserted that as a different inter- 
pretation had been placed by protestants on the combination 
rule as now in effect, the suspended rules were published so 
that it would be clear beyond question that the rule published 
in the Jones’ tariff would not apply except where each rate 
or factor used in constructing a combination rate was, by 
specific tariff provision, made subject to the rules for construct- 
ing combination rates published in the agency tariff; and that 
the suspended rule did no more than express, in definite and 
certain terms, the interpretation that the carriers had consist- 


ently placed on the existing tariffs and which interpretation 
they insisted was correct. 


Respondents stated further, according to the report, that 
the suspended rule was not designed to eliminate the combi- 
nation rule or to relieve them from their share of the respon- 
sibility of preserving the single or maximum increase on lum- 
ber as authorized under General Order No. 28 of the Director- 
General of Railroads, but was designed to prohibit any con- 
struction of the combination rule by which respondents might 
be held liable and penalized for the action of some other line 
in failing or declining to make provision for the single or max- 
imum increase. It was further contended by respondents that, 
even under protestants’ interpretation of the present combina- 
tion rule, the suspended rule would not result in increased 
rates except to destinations on a few short-line carriers whose 
tariffs specifically prohibited the use of the combination rule. 


Protestants contended that the principle involved in the 
proceeding was identical with that surrounding the so-called 
“Sligo cases,” and that respondents were attempting to accom- 
Plish the cancellation of the combination rule without giving 
shippers the benefits that were clearly contemplated they should 
be given when the combination rule was established, namely, 
the publication of through rates arrived at by the use of the com- 
bination rule prior to the cancellation of such rule. Exhibits 
were introduced, the report said, showing that under the sus- 
pended rule increases would result in various rates. 


The Commission said the application of the rule for con- 
structing combination rates as published in the Jones’ tariff and 
schedules referring thereto had been before it on various occa- 
Sions, “on all of which we have consistently found that where 
the rule or reference thereto was published in a tariff naming 
one factor of the combination rate, the so-called combination 
rule applied to the entire movement.” It referred to Combina- 
tion Rule on Lumber, 93 I. C. C. 279, where it found not justified 
Proposals of carriers in Central and Western Trunk Line terri- 
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tories similar to those here involved. In that case the Com- 
mission said the suspended provision represented a new attempt 
on the part of carriers to avoid the consequences of the lawful, 
although unintended and unforeseen, operation of the com- 
bination rule in instances described in that report. It also said 
in the same case that it had repeatedly sanctioned the carriers’ 
efforts to eliminate that rule by the publication in its stead of 
joint or proportional rates, but had denied authority to cancel it 
where unjustified increased rates would result. 

Under the application of the combination rule, the report 
in the instant case continued, the present combination rates on 
lumber between certain points were lower than the joint rates 
between the same points over direct routes, although the joint 
rates were on the basis in effect throughout the general territory. 

“It would seem inequitable,” continued the Commission, “to 
require carriers forming a route over which combination rates 
apply to continue a tariff provision under which they receive 
less for their service than carriers over whose lines joint rates 
are applicable, particularly when the entire shrinkage authorized 
by the combination rule falls upon one of the carriers. In such 
instances the increases in rates incident to the proposed amended 
reference to the combination rule appear justified.” 

In Combination Rule on Live Stock, 93 I. C. C. 458, accord- 
ing to the report, division 1 said: 


* * * it certainly was never intended that the burden of the com- 
bination rule shrinkages in both western and eastern rates should 
fall wholly upon one set of carriers. It is clear that the eastern lines 
should be responsible only for deductions properly to be made from 
their own separately established rates. 


“In that proceeding,” the report continued, “the suspended 
schedules were found not justified, but the finding was without 
prejudice to the filing of new schedules which would appro- 
priately relieve the carriers from deductions not properly 
chargeable to the rate factors published by them.” 


The Commission said the evidence was far from conclusive 
as to the absence of movement under the increased rates pro- 
posed. 


“The suspended schedules would not be a step toward elimi- 


-nation of the obnoxious combination rule, but would merely 


tend to complicate an already confusing situation by adding an 
exception to the application of the rule,” said the Commission, 
concluding as follows: 


While we are in sympathy with the efforts of respondents to 
remedy an inequitable tariff situation under which they are re- 
sponsible on through traffic for the shrinkage in the local rates of 
their connections, we cannot sanction a change in the tariffs which 
would not only relieve respondents of the shrinkage in rate factors 
not published by them but in some instances would also avoid the 
proper reduction of their own local rates when used as factors of 
through rates. 

We find that the proposed schedules have not been justified. 
This finding is without prejudice to the filing of other schedules 
which will relieve respondents of that portion of the shrinkage 
chargeable to their connections but which will not avoid their re- 
sponsibility for the portion which properly belongs to them. This 
does not mean that respondents must in every instance provide for 
the absorption of the exact amount of shrinkage chargeable to them. 
Our requirements will be met if respondents in good faith publish 
rates which on the average will approximate that result. 


GRANITE FROM TEXAS 


In a report written by Commissioner Woodlock, the Com- 
mission, by division 4, in No. 16978, West Texas Chamber of 
Commerce et al. vs. Houston & Texas Central et al., mimeo- 
graphed, has found unreasonable, but not unduly prejudicial, - 
rates on granite, carloads and less than carloads, from Granite 
Mountain, Llano, Teich and Fredericksburg, Tex., to destinations 
in Arizona, Arkansas, Colorado, Illinois, Iowa, Kansas, Kentucky, 
Louisiana, Mississippi, Missouri, Nebraska, New Mexico, Okla- 
homa, Tennessee, Utah and Wyoming. It has prescribed reason- 
able bases of rates for the future, to be established on or before 
December 5. 

Class rates in issue were assailed as unjust and unreason- 
able, and, as compared with lower commodity rates charged on 
like traffic from Barre, Vt., Elberton, Ga., Knowles, Calif., Mt. 
Airy, N. C., Quincy, Mass., Rockton, S. C., Salida, Colo., St. Cloud, 
Minn., Winnsboro, S. C., and other competing quarries situated 
at various points, to the same destinations, unduly prejudicial 
to complainants and unduly preferential of their competitors. 

Since the hearing in the case, said Commissioner Woodlock, 
the Commission had decided Consolidated Southwestern Cases, 
123 I. C. C. 203, referred to as the Consolidated Case. So far 
as reasonableness under section 1 was concerned, said he, that 
case afforded a better basis of measurement than was available 
when the instant case: was heard. He said that, as a result of 
that decision, there would be material reductions in the class 
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rates at present applicable on granite in both carloads and 
less than carloads. Continuing,-Mr. Woodlock said: 


We also prescribed maximum reasonable rates on certain specific 
commodities by fixing the percentage relation which they should 
bear to a common base termed column 100 rates which were found 
reasonable. Certain of the lower-grade commodities there considered 
and the prescribed percentage relation of the rates thereon to the 
column 100 rates are as follows: Fertilizer, 16 pe cent; scrap iron, 
and nitrate of soda, 17.5 per cent; enameled brick, 20 per cent; junk, 
22.5 per cent; roofing material and bagging and ties, 25 per cent. 
The first-class rates prescribed are the same as the column 100 rates, 
and the rates on classes, 3, 4, C, D, and E are respectively 70, 55, 
27.5, 22.5, and 17.5 per cent of the column 100 rates. 


The findings, as set forth in the report, follow: 


1. Upon consideration of the record in this case and the de- 
cision in the Consolidated Case we find that the assailed carload 
rates to points covered by the decision in that case are and for the 
future will be unreasonable to the extent they exceed or may exceed 
the following: Granite, rough quarried or sawed four sides or less, 
in straight or mixed carloads, carload minimum 36,000 ae. rates 
resulting from the application of column 17.5 of Appendix 13 of the 
Consolidated Case to the column 100 or first class rates prescribed 
from or to the same points in that case, applied as prescribed there- 
in; granite, sawed more than four sides, chiseled, dressed, hammered 
or sand-rubbed (but not carved, lettered, polished or traced) in 
straight or mixed carloads, carload minimum 40,000 pounds, rates 
resulting from the application of column 20 of Appendix 13 of the 
Consolidated Case to the column 100 or first-class rates prescribed 
from or to the same points in that case, applied as prescribed there- 
in; granite, carved, lettered, polished or traced, in straight or mixed 
carloads, minimum 40,000 pounds, rates resulting from the application 
of column 25 of Appendix 13 of the Consolidated Case to the column 
100 or first-class rates prescribed from or to the same points in that 
case, applied as prescribed therein. We further find that an ex- 
ception should be made tv rule 10 of the western classification on 
this traffic to provide for the application to mixed carloads of 
granite, rough quarried or in any state of finish, of the highest rate 
and highest carload minimum applicable to any granite in the mixture. 

These findings dispose of the carload rates to all destinations con- 
sidered except those in Wyoming, Utah, Colorado, Arizona and New 
Mexico, which are beyond the scope of the Consolidated Case. 


2. So far as destinations in Arizona and New Mexico are con- 
cerned, we find that the assailed carload rates thereto are and 
for the future will be unreasonable to the extent that they exceed 
or may exceed rates determined by first ascertaining the through 
column 100 rates on the same basis as prescribed for application 
within the southwest in the Consolidated Case, New Mexico and 
Arizona to be considered as being within Texas differential terri- 
tory for the purpose of applying the differentials prescribed in find- 
ing 18 at page 390 and in Appendix 18 of that report. 


3. To points in Colorado and Wyoming east of and including 
Colorado common-point territory, we find that the assailed carload 
rates are and for the future will be unreasonable to the extent 
they exceed or may exceed the rates for like distances found 
reasonable in finding 1 above for application to and from points 
from and to which the southwestern scale rates set forth in Ap- 
pendix 18 to the Consolidated Case are prescribed to apply, applied 
as provided in the report in the Consolidated Case. ‘ 


4, Rates to the remainder of Colorado and Wyoming, and to 
Utah are commonly made on combination on the common points. 
This record does not afford a sufficient basis for condemning this 
practice nor for dealing separately with the factors beyond the 
pcewase, We accordingly find that the carload rates assailed to 

tah and the portions of Wyoming and Colorado mentioned, have 
not been shown to be unreasonable except to the extent they will 
~ reduced by the reductions herein required to Colorado common 
points, 


In the Consolidated Case the carriers were authorized generally 
to cancel all less-than-carload classification exceptions and com- 
modity rates, and no reason appears why, under section 1 of the 
act, an exception should be made in the case of granite. Granite in 
any state of finish is rated fourth class in less than_ carloads in 
the Western Classification, except that chiseled, dressed, hammered 
or sand-rubbed granite, if shipped loose, is rated third class. These 
ratings are not attacked as such. 


5. We find that accordingly as granite is rated in the govern- 
ing classification the assailed less-than-carload rates are and for 
the future will be unreasonable to the extent they exceed the third- 
class rates resulting from the application of column 70 and the fourth- 
class rates resulting from the application of column 55 of Appendix 
13 of the Consolidated Case to the column 100 or first-class rates 
prescribed from or to the same points in that case, applied as pre- 
scribed therein to destinations covered thereby, and rates under 
those columns extended to apply to points in Colorado and Wyoming 
east of and including Colorado common-point territory in the same 
manner as provided above with respect to carload rates, and also 
to points in Arizona and New Mexico plus the Texas differential 
distance arbitraries prescribed in the Consolidated Case. 


There remain for consideration the allegations of undue preju- 
dice which are made both with respect to the carload and less-than- 
carload rates. Even with the reductions herein required the rates 
from the complaining quarries will be upon a materially higher 
basis than those from various other quarry points to numerous 
destinations. We have repeatedly recognized, however, that mere 
differences in rates do not necessarily result in prejudice which is 
undue, and complainants’ evidence is of the most general character. 
They show that a large quantity of granite is used in the destina- 
tion territory considered, of which the complaining quarries furnish 
none. There is no information as to the extent to which the various 
competing, he separated quarries, with their divergent rate 
levels, seli in di erent portions of the destination territory. While 
there are undoubtedly destination points, transportation to which 
from both the complaining quarries and some of their competitors 
is participated in by one or more of the same carriers, it is also 
equally certain that to other destinations there is no common line 
from such origins. Furthermore, rates from the various competing 
quarries apply in part through territories where differences in trans- 
portation conditions warrant differences in rate levels. These con- 
ditions should be reflected in fixing the relation of rates from such 
competitive quarries, but the record affords no basis therefor. It is 
suggested on behalf of complainants that we make due allowance 
for such differences in conditions, such allowance, however, in the 
absence of evidence of record on the subject, apparently to be 
based on our general knowledge of the situation. The basis for 
our action in a particular case must, of course, be provided by the 
record therein. 
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6. Upon the present record we find that the allegations of undue 
prejudice have not been sustained. 


GROUND IRON ORE RATES 


The Commission, by division 3, in I. and S. No. 2875, ground 
iron ore from points in Virginia, Tennessee, Alabama and East 
St. Louis, Ill., to points in Texas, mimeographed, has found not 
justified increased rates on the commodity mentioned, to Beau- 
mont, Galveston, Houston, Orange, Tex., and points taking the 
same rates, vacated its suspension order and discontinued the 
proceeding. However, the finding is without prejudice to the 
filing of other schedules bringing into operation rates and 
minimum weights no higher than those prescribed in Consoli- 
dated Southwestern Cases, 123 I. C. C. 203. The carriers pro- 
posed to cancel joint commodity rates ranging from $11.16 per 
long ton from Birmingham, Ala., to the Texas points mentioned 
to $12.37 from Knoxville, Tenn., to the Texas points and bring 
into effect rates in cents per 100 pounds. The change would 
raise the rate from Chattanooga from $11.76 per long ton to an 
equivalent of $13.888, the report says, per long ton on a mini- 
mum of 50,000 pounds. 


CONTROL OF M. R. & N. 


Acquisition by the Grand Trunk Western and the Toledo, 
Saginaw & Muskegon of control of the Muskegon Railway & 
Navigation Company, pursuant to certain contracts, has been 
approved and authorized by the Commission, division 4, in 
finance No. 6141. The Grand Trunk Western and the Toledo, 
Saginaw & Muskegon were authorized to assume obligation and 
liability in respect of the payment of certain rates of interest 
on $572,300 of the acquired line’s first mortgage 6 per cent gold 
bonds, due March 1, 1949. 

The Pere Marquette, intervener, contended that the pro- 
posals of the applicants were not in the public interest and 
inimical to the interests of the intervener. No other objection 
was made, according to the report. 

Issues raised in the proceeding, the report said, pertained 
to transportation conditions in the cities of Muskegon 
and Muskegon Heights, Mich., referred to as the Muskegon 
district. The district is served by the lines of the Toledo, Sag- 
inaw & Muskegon, the Pere Marquette, and the Grand Rapids 
& Indiana. The Grand Trunk and the Toledo, Saginaw & Mus- 
kegon are controlled, through stock ownership, by the Canadian 
National. The Muskegon Railway & Navigation Company was 
organized in 1918 for the purpose of building and operating a 
belt line in the Muskegon district. It constructed two lines 
= the tracks now operated by it aggregate approximately six 
miles. 

The Commission said it would appear that the present sub- 
stantial equality in competition between the trunk lines in the 
territory served by the Muskegon belt line could be maintained, 
with minimum expense, by operation of the line, under control 
of the applicants, without discrimination in service to the des- 
ignated line-haul carrier and without self-serving practices on 
the part of the applicants or their proposed subsidiary, likely to 
influence free exercise by shippers of their right to designate 
the line-haul routes. 

“It is not to be assumed,” said the Commission, “that the 
carrier’s (Muskegon Railway & Navigation Co.) properties 
will be operated under control of the applicants, in a manner 
contrary to representations made to us to the effect that the 
applicants will not interfere with opportunities to obtain traffic 
now enjoyed by their competitors.” 

If subsequent developments indicated deviation in practice 
from these express assurances on the part of the applicants, 
said the Commission, it might then take steps to.correct the 
situation by a supplemental order, or by an order under para- 
graph 4 of section 3 of the act, requiring use of the western 
segment of the Muskegon’s lines by the Pere Marquette and 
Pennsylvania, the latter operating the Grand Rapids & Indiana 
under lease. 


“It.is to be understood that exercise of the authority herein 
granted will be construed to signify willingness on the part of 
the applicants faithfully to comply with any and all orders 
which we may hereafter make in the premises,” said the Com- 
mission. 

The report said Commission Eastman did not participate 
in the disposition of the case. 


¢ 


ABANDONMENT OF W. & M. R. 


The Wyoming & Missouri River Railway Company has been 
authorized to abandon its line of railroad in Butte county, South 
Dakota, and Crook county, Wyoming. 

The finding in favor of abandonment was made by the Com- 
mission, division 4, in finance No. 5203. .The report, however, 
also embraces No. 19697, divisions and rates of Wyoming & 
Missouri River Railway, and is in mimeograph form. 

Protests were made against the granting of the abandon- 
ment application. On June 6, 1927, in No. 19697, the Commis- 
sion, on its own motion, entered an order that a proceeding of 
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inquiry and investigation be instituted into and concerning (1) 
the propriety of the divisions of joint through rates accorded the 
applicant on traffic interchanged between it and the Chicago & 
North Western, and (2) the propriety of the rates, fares, and 
charges on traffic transported by the applicant. 

The line of the applicant was constructed about 1899 from 
a connection at Belle Fourche, S. D., with a line of the North 
Western, to Aladdin, Wyo., a distance of about 17 miles. The 
name of the company controlling the line was the Wyoming & 
Missouri River Railroad Company, called the old company. The 
railway company of the same name was incorporated in 1922, 
the property of the old company having been sold in 1921 to 
M. S. Kemmerer. 

When authorizing the new company to acquire the property, 
the Commission expressed doubt that the line could be suc- 
cessfully operated. It stated that it was possible that, with the 
cooperation of the communities served, the new management 
might be able to effect economies in operation and develop 
additional traffic that would make the property self-sustaining. 

“The hope has not been realized,” said the Commission, in 
the present report. 

Shippers of live stock have driven their animals to shipping 
points on other lines and have not used the line to that extent, 
and motor truck service has contributed to the condition of the 
line, according to testimony in the proceeding. 

“It is no answer that solicitation in recent years may not 
have been particularly aggressive,” said the Commission. ‘People 
representing themselves to be dependent upon the service per- 
formed by a railroad cannot reasonably expect or demand special 
requests or inducements to use that railroad.” 

The Commission found that the line had been operated as 
economically as was possible. It said only four men were regu- 
larly employed, and that the general manager received $112.50 
a month. The section foreman served as firemen on days the 
locomotive of the line was operated, and one employe acted as 
station agent, auditor, express messenger and conductor. 

An effort was made to dispose of the line to the North 
Western, but the president of that carrier, according to the re- 
port, advised that inspection of the property developed that the 
North Western could not operate it advantageously. 

The Commission decided that no reasonable increase in rates 
and divisions of the applicant would enable it to operate profit- 
ably, and therefore authorized abandonment. It provided that 
the order as to abandonment should be effective 30 days after 
August 10, and that in that period the applicant should sell 
its railroad properties to any person or persons desiring to pur- 
chase them for continued operation and offering to pay therefor 
not less than the net fair salvage value thereof. 


T.& C. “HOT METAL” LINE 


The Toledo & Cincinnati, which is controlled by the Balti- 
more & Ohio, has been authorized by the Commission, division 
4, in finance No. 6420, to construct two extensions of its lines 
in Butler county, Ohio, aggregating 4.3 miles in length. The 
B. & O. operates the lines of the applicant. 

The main purpose of the proposed construction, according 
to the report, is to afford a route for the direct movement of 
hot metal from the plant of the Hamilton Coke & Iron Company, 
at Hamilton Furnace, to the plant of the American Rolling Mill 
Company, near Middletown. The only route available for the 
movement of this traffic at the present time is over the ap- 
plicant’s main line through the streets of Hamilton, thence over 
its Middletown branch to Middletown and over the main Chi- 
cago-Cincinnati line of the Pennsylvania. 


“The applicant and the B. & O. are unwilling to undertake 
or permit the movement of hot metal over the tracks through 
the city of Hamilton, and believe that the Pennsylvania Railroad 
would object to such movement over its main line at Middle- 
town,” said the Commission. 


The traffic in question is to be handled by the iron company 
between the two plants under an operating agreement with the 
B. & O. Under this agreement the minimum charge to be paid 
by the iron company will be one-half of the interest on the book 
value of the property used and one-half of all charges for taxes 
and maintenance. The applicant estimated that traffic, addi- 
tional to the hot metal, that would accrue to its lines by reason 
of the construction of the extensions, would yield approximately 
gees annually. The cost of construction was estimated at 

1,305,000. 


ABANDONMENT OF LINE 


Effective September 30, the Johnsonburg Railroad Company 
has been authorized by the Commission, division 4, in finance 
No. 6259, to abandon, as to interstate and foreign commerce, 
that part of its line extending from a point near Johnsonburg 
to Clermont, Pa., a distance of about 18 miles. No objection to 
the granting of the application was made. The entire line of 
the applicant extehds from Johnsonburg to Clermont, a distance 
of 19.62 miles. At both points it connects with the Pennsylvania. 
It was placed in operation in 1889, primarily as a lumbering 
road, and has been operated since that time by the Pennsyl- 
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vania, first under a lease, and since 1908 under an agency ar- 
rangement. The Commission said the record showed there was 
no further need for the line, and that there was no prospect 
of sufficient future traffic to warrant its continued operation. 
At the hearing one of the attorneys for the applicant stated that 
if the application were granted, it was the plan of the applicant 
to dissolve the corporation, and that the 1.22 miles of its tracks 
in Johnsonburg would be taken over by the Pennsylvania and 
operated as an industrial siding. 


NEW YORK CENTRAL STOCK 


In finance No. 3381, the Commission, by division 4, in a 
supplemental order, has amended the- order of December 31, 
1923, in that proceeding, authorizing the New York Central to 
issue not exceeding $31,510,620.25 of capital stock, so as to 
make the authorization for $26,831,860 instead of $31,510,620.25. 
The amendment was made on a showing of the New York Cen- 
tral that only $26,831,860 of the authorized stock was actually 
issued. The company asked that the order show that the issue 
was limited to $26,831,860. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 18022, J. G. Curtis Leather Co. vs. 
Pennsylvania et al., has filed petition for reconsideration and 
modification of the Commission’s report dated June 25, 1927, 
and for oral argument before the Commission or any division 
thereof. 

The defendants in No. 15938, Oklahoma Portland Cement 
Co. vs. Santa Fe et al., have filed supplemental motion for re- 
consideration and for deletion or withdrawal of findings as to 
reparation, etc. 

The Central Railroad of New Jersey; Delaware, Lackawanna 
& Western; Erie; New York, Susquehanna & Western; Wilkes- 
Barre and Eastern; Lackawanna & Wyoming Valley; Lehigh 
and New England; Lehigh Valley and Reading Company have 
filed a petition in No. 11756, New England Divisions Case, asking 
the Commission to amend its order of June 14, 1927, by wholly 
eliminating therefrom the proviso quoted therein to the end 
that the divisions of joint rates on anthracite up to the New 
England gateways may hereafter, as for many years past, be on 
a simple and uniform basis. 

The American Chain Co., Inc., Page Steel and Wire Subsid- 
iary, with principal office at Bridgeport, Conn., plants at Mones- 
sen, Pa., and York, Pa., has asked the Commission to reopen 
No. 17804, Standard Nut & Bolt Co. vs. New Haven et al., No. 
18024, Pawtucket Mfg. Co. vs. New Haven et al., and No. 18024, 
Sub. 1, William H. Haskell Manufacturing Co. vs. New Haven 
et al., for further hearing and argument therein, and for leave 
to intervene in and become a party thereto. 

The Pennsylvania Railroad, defendant in No. 17491, Sub. 1, 
Washington Building Lime Co. vs. Baltimore & Ohio et al., has 
asked the Commission to reopen the case for reconsideration 
upon the present record. 

The Memphis Freight Bureau, on behalf of Layne & Bowler 
Co., of Memphis, Tenn., in No. 18535, Consolidated Southwestern 
Cases, has asked for rehearing that the Commission may con- 
sider whether the findings and order in the case should be mod- 
ified to include riveted steel pipe in the same description and 
subject to the same rates as apply on “pipe, steel or wrought iron, 
welded or seamless,” as now provided by the order. It is the 
petitioner’s position that riveted steel pipe made by Memphis 
manufacturers is entitled to rates not in excess of those pre- 
scribed on welded or seamless steel pipe in southwestern ter- 
ritory. 

The defendant in No. 17805, Colbert Limerock Asphalt Co. 
vs. Alabama Central et al., have filed petition asking for an 
extension of time within which to comply with the order of the 
Commission therein. 

The complainant in No. 17838, American Linseed Co. vs. 
Chicago, Milwaukee & St. Paul, has filed a petition (1) for a 
reconsideration of this case by the entire Commission on the 
record as made, or (2) in the alternative for a reopening, re- 
hearing and reconsideration in connection with and as a part 
of No. 17000, Part 8. 


The Board of Trade of Kansas City, Mo., has filed a petition 
in No. 15026, Oklahoma Millers’ League vs. Alabama & Missis. 
sippi et al., for indefinite postponement of order therein and 
reopening of proceedings. 


COMMISSION ORDERS 


The order entered in No. 17805, Colbert Limerock Asphalt 
Co. et al. vs. Alabama Central et al., on June 29, which was by 
its terms made effective on August 27, 1927, has been further 
modified so that it will become effective on September 27, 1927. 

The order entered in No. 14020, J. D. Hollingshead Co. vs. 
Aberdeen & Rockfish et al., on March 7, 1924, as subsequently 
modified has been further modified so as to permit defendants to 
cancel rates on slack-barrel shooks with metal hoops therefor, 
published in the following tariff: Northwestern Pacific Railroad, 
1,-C;°C,. 186. 
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The effective date of the order entered in No. 15026, Okla- 
homa Millers’ League vs. Alabama & Mississippi et al., on June 
17, 1927, has been postponed to October 26, 1927. 

The Commission has dismissed No. 19380, James S. Kirk 
& Co. vs. Chicago & Eastern Illinois, and No. 19257, Ontonagon 
Fibre Co. vs. Chicago, Milwaukee and St. Paul et al., upon com-, 
plainants’ request. ; 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 1046, Chicago & Western Indiana. 

The Fort Frances Pulp & Paper Co., Ltd., Kenora Paper 
Mills, Ltd., and Minnesota & Ontario Paper Co., have been per- 
mitted to intervene in No. 19665, Alexandria Paper Co. vs. 
Santa Fe et al. 

The Carolina Shippers’ Assn., Inc., has been permitted to 
intervene in No. 19688 (and Sub. No. 1), Fruit Dispatch Co. et 
al. vs. Aberdeen & Rockfish et al. 

The American Newspaper Publishers’ Assn., The Derrick 
Publishing Co., The Parkersburg Publishing Co., The Charles- 
ton Mail Assn., The Vindicator Printing Co., Verne E. Joy, 
Times Publishing Co., News Publishing Co., and the Post Pub- 
lishing Co. have been permitted to intervene in No. 19694, The 
St. Regis Paper Co. vs. Santa Fe et al. 

Brown Paper Mill Co., Inc., and Yellow Pine Paper Mill 
Co. have been permitted to intervene in No. 19703, The St. 
Regis Paper Co. vs. Ann Arbor et al. 

The Panhandle Oil Co. of Arizona has been permitted to 
intervene in No. 19773, Rio Grande Oil Co. et al. vs. Santa Fe 
et al. a 

The Commission has permitted Eagan Produce and The 
Hutchinson Produce Co. to intervene in No. 19778, The Wichita 
Chamber of Commerce et al. vs. Santa Fe et al. 

The Grovier-Starr Produce Co. has been permitted to inter- 
vene in No. 19778, The Wichita Chamber of Commerce et al. 
vs. Santa Fe et al. 

The El Paso Freight Bureau has been permitted to inter- 
vene in No. 19830, Joyce-Pruit Co. vs. Santa Fe et al. 

The Bedford Stone Club has been permitted to intervene 
in No. 19897, The Builders’ Assn. of Kansas City, Mo., Inc., vs. 
Chicago, Burlington & Quincy et al. 

The Southwestern Gas & Electric Co. has been permitted to 
intervene in No. 18154, Standard Pipe Line Co., Inc., vs. Texas 
& Pacific et al. 

The defendants, Santa Fe and El Paso & Southwestern, in 
No. 15112, Apache Powder Co. vs. Santa Fe et al., have been 
authorized and directed to pay unto complainant, Apache Pow- 
der Co., on or before September 19, 1927, the sum of $2,623.14; 
with interest thereon at rate of six per cent per annum from 
August 16, 1923, as reparation on account of unreasonable rates 
charged for the transportation of 24 carload shipments of box 
shooks from Albuquerque, N. M., to Curtiss, Ariz. 


The effective date of the order in No. 15228, Board of Rail- 
road Commissioners of the State of Iowa vs. Alton & Southern 
et al., has been postponed from September 26 to October 26 
instead of October 6, as erroneously announced in The Traffic 
World of August 20, p. 414. 


The Western Union Telegraph Co. has been permitted to 
intervene in valuation No. 1049, Indiana Harbor Belt, and No. 
1053, Minnesota Transfer. 


WALL BOARD VS. PLASTER BOARD 


Arguments for and against requested changes in rates on 
fiber wall board were made this week in briefs filed in No. 17006, 
Upson Company vs. Ann Arbor et al. Complainant, a manufac- 
turer of fiber wall board at Lockport, N. Y., attacks the reason- 
ableness of the through commodity rates assessed on fiber wall 
board from Lockport to all destinations in Western Classification 
territory, the reasonableness of the fifth class rating on fiber 
wall board in that territory, and alleges as unduly discriminatory 
the practice of the carriers in assessing plaster commodity 
rates on shipments of plaster wall board shipped in Western 
territory. Complainant also attacks the mixing rules under 
which the defendants permit shipment of less-than-carload ship- 
ments of plaster wall board at carload plaster rates and alleges 
that the rates assessed on plaster wall board, averaging under 
7 mills per ton and under 20 cents per car-mile, are below cost 
of service and unlawful, and requests that all wall boards be 
classified alike and mile for mile take the same commodity 
rates. A ruling is requested as to whether complainant’s product, 
with the addition of plaster as an ingredient, can lawfully be 
shipped by complainant under the tariffs as a plaster wall board. 


Complainant contends that fiber wall board and plaster wall 
board are sold for the same purposes, are shipped in the same 
manner and in the same equipment, and are marketed under 
similar conditions. It says what it desires is an equalization— 
that fiber wall board is rated fifth class in the Western Classifi- 
cation and plaster board class C. It asks that all wall board 
be classified alike and says this can be accomplished by either 
reducing the rating on fiber wall board or raising the rating on 
plaster wall board. 

“Complainant insists,” says the brief, “that because of the 
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fact that the wall board industry is now a large, special and 
individual one, that fiber wall board bears no relation whatever 
to paper, and that plaster wall board bears no relation whatever 
to plaster, and in addition is the most remunerative product 
made by the gypsum industries, that the fiber wall board should 
be divorced from the paper basis, and that the plaster wall 
board should be divorced from the plaster basis, and both these 
products married in the same classification rating and given the 
same rates.” 

The Gypsum Industries, intervener, on behalf of manufac- 
turers of gypsum products, says in its brief that the attempt 
of complainant “to use our products and the rates thereon as 
any basis whatever for the rates upon fiber board, is unsound 
from every consideration, commercial and competitive, historical 
and industrial, economic and transportation.” It says there is 
no basis in law or in fact for interfering in any way in this 
proceeding with the rates on gypsum products. It says further 
there is actually very little competition if any between plaster 
board and fiber board; that fiber board is shown to have a 
hundred uses where plaster board has one. 

“Having based his whole case upon an imaginary and frag- 
mentary competition with plaster board, complainant neverthe- 
less expects and demands that its entire product get the benefit 
of any reductions obtained,” says the intervener. “This, in 
the face of the fact that much of the product of complainant 
is designed entirely for uses in the manufacture of countless 
articles for which plaster board is out of the question. From 
time immemorial plaster has been a building material and by 
volume of movement both plaster and plaster board are entirely 
for building purposes. Paper and paper board (fiber board) 
have a broad field of usefulness in many industries, but building 
and construction is not one of them for obvious reasons. The 
whole case of complainant rests upon the incidental use that 
fiber board can serve in temporary and cheap construction.” 

The intervener says that after the complaint was filed and 
the hearing well under way, “the Hoch-Smith resolution was 
irregularly injected into the case by complainant.” It says the 
Hoch-Smith resolution was designed to help certain agricultural 
products, after they were found to be in a depressed condition 
and “not for the purpose of adding further profits to an already 
prosperous corporation such as the Upson Company. 

Central Freight Association railroads in their brief say that 
complainant “has gone no further in its attack upon the existing 
rates than to show that plaster board is carried at somewhat 
lower ratings than are applied on wall board, but the obvious 
answer to this charge is that the two commodities are entirely 
dissimilar. There is no analogy whatever between them. They 
differ in every conceivable way, and in no instance up to the 
present time has a shipper of wall board every attempted to 
relate them in a rate adjustment. The plaster board is essen- 
tially a product of the plaster industry, while wall board is un- 
deniably a paper product.” They ask that the complaint be 
dismissed. 

Western Trunk Line defendants contend in their brief that 
complainant “has failed to show in any way that the rates under 
attack are improper.” On the contrary, they say, complainant 
should be well satisfied with the present rate structure which 
has permitted it to prosper. They ask dismissal of the complaint. 

Transcontinental lines in their brief asking dismissal of the 
complaint say the carriers now derive substantially greater reve- 
nue from plaster board than from fiber board and that they do 
not desire to see that revenue reduced by a change that would 
enhance “the great advantage which fiber board already enjoys.” 
They say the record in the case conclusively demonstrates that 
the difference in the rates on fiber board and plaster wall board 
might properly be greater than it is. 


“An interesting mental process is revealed by the proposal,” 
say the transcontinental lines, “that each of these commodities 
should be divorced from the basis of rates applying on the 
principal constituents of each and that plaster board should 
then be assessed a higher rate than the plaster basis and the 
fiber board a lower rate than the paper basis.” 


SUSPENDED TARIFFS 


In I. and S. No. 2969, the Commission has suspended from 
August 20 until March 20 schedules as published in supplements 
Nos. 7, 8 and 9 to the Kansas City Southern’s tariff I. C. C. No. 
4462. It is alleged that the suspended schedules would increase 
the intermediate switching rate of the Kansas City Southern 
Railway at Kansas City, Mo.-Kan., from $3.60 to $6.40 per car, on 
traffic originating beyond Kansas City on other lines when des- 
tined to the Kansas City Power and Light Co. 

In I. and S. No. 2968, the Commission has suspended from 
August 19 until March 19 schedules as published in supplements 
Nos. 6 to joint freight tariffs Agent J. E. Johanson’s I. C. C. No. 
1925, and B. T. Jones’ I. C. C. No. 1871. The suspended schedules 
propose to restrict the application of routing instructions so 
as not to apply via the Fort Worth and Denver City Ry. on traffic 
originating on or beyond the Kansas City, Mexico & Orient 
Ry. System in defined territories when destined to Laredo, Tex., 
for export to destinations in Mexico. 
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REPARATION CASE DISMISSED 


Examiner J. Edgar Smith has recommended dismissal of a 
supplemental complaint in No. 13110, Minneapolis & St. Louis 
vs. Peoria & Pekin Union, seeking reparation of $434,000, plus 
interest, on account of charges that accrued under the Peoria 
& Pekin Union’s tariff I. C. C. No. 36, which has been the sub- 
ject of prolonged litigation before the Commission and _ the 
courts. The examiner said the supplemental complaint, filed 
August 24, 1926, served on defendant and heard by order of the 
Commission, after the original proceeding had been discontinued, 
did not thereby revive the original proceeding, although bearing 
the docket number and title of the original proceeding. 


REPARATION ON BANANAS 


An award of reparation has been recommended by Exam- 
iner W. K. Berryman in No. 19404, Harlan Fruit Co. et al. vs. 
Atlanta & West Point et al., on a finding that rates on numerous 
carloads of bananas shipped from New Orleans, La., Mobile, 
Ala., and Pensacola, Fla., to Harlan, Ky., were unreasonable to 
the extent that they exceeded 83.5 cents from New Orleans and 
17 cents from Mobile and Pensacola, but were not otherwise 
unlawful. Complainant alleged the rates were unreasonable and 
unduly prejudicial to Harlan and unduly preferential of Hazard, 
Ky. The shipments moved at a third class rate of 1.195, mini- 
mum 20,000 pounds. Rates satisfactory to complainants have 
been established and complainants confined their evidence to 
attacking the rate charged, according to the report. 


RATES ON DENATURED ALCOHOL 


Examiner A. J. Sullivan has recommended an award of 
reparation in No. 19233, Chicago Mica Co. vs. Chicago & Eastern 
Illinois et al., on a finding that the rates charged on denatured 
alcohol, carloads, from Harvey and New Orleans, La., to Val- 
paraiso, Ind., were unreasonable to the extent that they ex- 
ceeded a rate of 41 cents. The shipments moved subsequent 
to February 4, 1925. Prior to March 1, 1925, no joint rate was 
in effect on denatured alcohol from the points of origin to Val- 
paraiso and a combination rate of 58 cents, based on a com- 
modity rate of 41 cents to Chicago, plus a fifth class rate of 
17 cents beyond, was charged on shipments prior to that date. 
On March 1, 1925, a joint rate of 51 cents became effective, 
according to the report. One carload after that date moved 
under the old rate of 58 cents and the overcharge should be re- 
funded, said the examiner. In the time the shipments moved 
a joint rate of 41 cents was applicable on denatured alcohol 
from Harvey and New Orleans to Wanatah, Ind., to which Val- 
paraiso is intermediate, according to the report. No defense 
was submitted by defendants. The examiner said the unlawful 
rate situation shown by the record raised a presumption of 
unreasonableness that was not rebutted. 


RATES ON BUILDING BRICK 


On a finding of unreasonableness as to rates on building 
brick from Portsmouth, Sciotoville, and Coal Grove, O., to Wil- 
liamson, W. Va., Examiner R. M. Brown has recommended an 
award of reparation in No. 19476, Mingo Lime & Lumber Co. 
vs. Norfolk & Western. The examiner said the rates charged 
were based on defendant’s mileage scale on building brick, sub- 
ject to the published distances to Williamson as stated in its 
then applicable distance table. He said the Commission should 
find that the rates charged were unreasonable to the extent 
that they exceeded $2.10 per net ton from Portsmouth, $2.10 from 
Sciotoville, and $1.80 from Coal Grove to Williamson. 


PERE MARQUETTE STOCK CASE 


Alleged errors made by Examiner A. C. Devoein his proposed 
report in finance No. 6363, in the matter of the application of 
the Pere Marquette for authority to issue $9,009,200 of common 
Stock as a stock dividend, in which denial of the application 
Was recommended, have been set forth by the applicant in ex- 
ceptions to the report. 

The Pere Marquette says the examiner erred in holding that 
the amount needed by the applicant for working capital was 
$3,661,779.88 for cash and $3,384,549.27 for materials and sup- 
Plies, a total of $7,046,328.65, as a maximum amount of working 
capital, instead of $4,396,562.90 for cash and $3,703,742.86 for 
Materials and supplies, a total of $8,100,305.76, as claimed by 
the applicant. Another alleged error attributed to the exam- 
iner was that he held there should be included in the capital 
liabilities of the applicant $17,072,000 principal amount of first 
Mortgage bonds of applicant not outstanding. The applicant 
Says the examiner further erred in not including in the cap- 
italizable assets of the company the sum of $10,680,170.98, rep- 
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resenting the amount, as of April 30, 1927, of the item “Unad- 
justed credits—accrued depreciation—equipment.” The exam- 
iner also erred, according to the exceptions, in holding that the 
excess of capitalizable assets of the company over its capital- 
ization and the amount of thd surplus of the company repre- 
sented by capitalizable assets was only $6,844,561.31, and that 
the amount of the invested surplus of the applicant was insuffi- 
cient to justify distributing all or any part of it to stockholders 
as a stock dividend. It is also charged that the examiner erred 
in holding that the valuation of the properties of the applicant 
by the Commission was relevant or material to the present 
proceeding, and that the granting of authority to issue stock 
as prayed for prior to the finding of final valuation of the 
properties of the applicant would not be compatible with the 
public interest. Finally, the applicant said, the examiner erred 
in holding that the Commission should find that it was unable 
to make the finding required under section 20a and that the ap- 
plication should be denied. 


TENTATIVE VALUATION REPORT 


Philadelphia, Reading and Pottsville Telegraph Co., as of June 
30, 1917, owned and used property, $300,000. 


FINAL VALUATION REPORT 


Valuation Docket No. 954, Chatham Terminal Co., opinion No. 
B-556, 125 I. C. C. 631-38, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$35,000, and of property used but not owned, $88, as of June 30, 1919. 


VALUATION OF ILLINOIS CENTRAL 


“It is insisted that whereas property used by the Illinois 
Central is valued at $347,680,187, its real value for any purpose 
was not less than $858,522,470,” says the Illinois Central in its 
brief on its protest against the valuation of its properties as set 
forth in the tentative valuation report heretofore issued by the 
Commission. The valuation was made as of June 30, 1915. The 
protestants said the property should have been valued at more 
than $850,000,000. 

Protest was made against the Commission finding a value 
for “rate-making purposes.” Another protest was that the valu- 
ation was made as of June 30, 1915, based on the use of unit 
ogee for labor, materials and money, ascertained as of June 

, 1914. 

“The carrier asserts,” said the brief, “that unit prices and 
costs for labor, materials and money were much higher in 1915 
than in 1914, and that as a result the valuation placed upon the 
carrier’s property as of 1915 was substantially less than what 
would have resulted if 1915 prices had been used instead of 
1914 prices.” 

The carrier also protested on the ground that it was the 
duty of the Commission to find the values of the property as 
of the time when tentative valuation was served. Prices and 
costs of materials, labor and money were very much higher in 
1924 than in either 1914 or 1915 and no useful or practical pur- 
poses would be served by finding a value as of June 30, 1915, 
based on 1914 prices, according to the brief. 


After conferences on the tentative valuation report, hearings 
in the case began October 25, 1926, and continued until June 7, 
1927. There were some interruptions, according to the brief, 
but the taking of testimony consumed about 129 days. The 
record in the case consists of 10,499 pages, and there were 
offered in evidence some 570 exhibits, according to the brief. 


U. P. VALUATION PROTEST 


The Union Pacific has filed its protest against the valuation 
of its properties as set forth in the tentative valuation report 
in No. 1060. The valuation date was June 30, 1919. The values 
reported, said the carrier, were determined by the use of unit 
prices and costs estimated as of June 30, 1914, “in utter disre- 
gard of the much higher level of prices and costs obtaining as 
of the date of the inventory and in further disregard of the 
fact that some of the carrier’s property was actually installed 
between June 30, 1914, and the date of inventory, during which 
period prices and costs were on a much higher level than at 
June 30, 1914.” The carrier protested against the making of a 
final valuation of its property as of June 30, 1919, by the use 
of unit prices and costs estimated as of the earlier date of 
June 30, 1914, “because a valuation so made is unfair and of 
necessity inaccurate, and will not serve any of the purposes 
of the interstate commerce act or any practical purpose what- 
ever.” 

If prices as of June 30, 1919, were used, as they should be 
if the valuation is to be reported as of that date, according to 
the protest, the cost of reproduction new of the property, ex- 
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clusive of lands, would be not less than $499,000,000 for total 
property owned, and $498,500,000 for total property used. 

Objection was made to the failure of the tentative valua- 
tion to show, using prices as of June 30, 1927, when the tenta- 
tive valuation was issued, the cost of reproduction new of the 
property inventoried as of June 30, 1919, and to the failure of 
the tentative valuation to show in addition thereto the dosts 
of reproduction new as of June 30, 1927, of the net additions 
to the carrier’s property since the date of inventory. 

The carrier stated that the cost of reproduction new, exclu- 
sive of land, of its property inventoried at the valuation date, 
using prices current at the present time, would not be less 
than $428,040,000 for total property owned, and $427,617,000 for 
total property used. 

The tentative valuation report of the Commission assigned 
a final value of $242,426,352 on total owned property and of 
$242,064,968 on total used property of the Union Pacific. Cost 
of reproduction new of total owned property, other than land 
and material and supplies, was found to be $237,800,140, and 
cost of reproduction new of total used property was found to 
be $237,565,156. 


G. N.-N. P. UNIFICATION CASE - 


The Railroad and Warehouse Commission of Minnesota has 
petitioned the Commission for leave to intervene in the Great 
Northern-Northern Pacific unification case. Commissioner Ivan 
Bowen, of the Minnesota commission, said that in filing the 
petition, the commission “places itself in position to consider, 
upon the evidence to be submitted before the federal body, the 
effect of the plan from the public viewpoint.” 


“The Railroad and Warehouse Commission,” said he, “is 
primarily interested in the results to be achieved, if any, first, 
in the railroad transportation situation as a whole throughout 
Minnesota, and second, the effect upon railroad rates.” 

Mr. Bowen pointed out that the transportation act required 
the Commission to prepare a plan for the consolidation of the 
railroads into a limited number of systems, and referred to the 
action of the Commission in advising Congress that it was not 
desirable to prepare such a plan and asking for new legislation 
relieving it of that duty and giving it broad powers to pass on 
consolidations proposed by the carriers themselves. He said 
Congress had not acted on the Commission’s recommendation 
“and the law requiring the grouping of the railroads by the 
Commission still stands.” 

“The proposal by the northern lines is not under the con- 
solidation section of the statute, but it is proposed as a ‘unifi- 
cation’ under a provision of the law relating to leasing and the 
acquisition of stock of one carrier by another,” said he. “One 
of the questions to be considered is whether the proposal is, 
as a matter of fact, a consolidation as defined in the statute. 

“The opposition that is voiced by other railroads to the 
plan is not, of course, to the theory of unification or consolida- 
tion, for one of them that is heard the loudest has said that it 
‘is in favor of the principle of unification.’ Their cry is against 
any proposal of unification or consolidation that does not co- 
incide with their own plans. This commission is not concerned 
with the effect of the various proposed plans of consolidation or 
unification upon the opposing financial groups. The situation 
with which we are concerned, is, that if a plan of consolidation 
or unification is to come (which the transportation act now 
requires the Interstate Commerce Commission to make) what 
system will best supply the transportation needs at the lowest 
cost for the Northwest.” 


EXCESS INCOME PROCEEDINGS 


In finance No. 3865, excess income of the Norfolk & Western 
Railway Company, the Commission, by division 1, has announced 
that it has under consideration the matter of excess net railway 
operating income of the N. & W., under the provisions of sec- 
tion 15a of the interstate commerce act, for the period Septem- 
ber 1 to December 31, 1920, inclusive, and for the years ended 
December 31, 1921, to 1926, inclusive. The matter has been as- 
signed for hearing at Washington, April 2, 1928, before Exam- 
iner N. B. Haley. It is the usual practice in these proceedings 
to announce hearings considerably in advance of the date 
thereof. 

The Commission has entered an order in finance No. 3666, 
excess income of the Chesapeake & Ohio Railway system, set- 
ting for hearing, March 19, 1928, before Examiner Haley, reports 
of the C. & O. as to net railway operating income for the same 
periods covered in the order as to the N. & W. 


FINANCE APPLICATIONS 


The Atlantic Coast Line Company has applied for authority to 
issue and sell 58,000 shares of capital stock, par value $50 a share, 
if the Commission holds that it has jurisdiction. The applicant said 
it did not operate as a carrier in any state, nor did it propose to 
operate as a carrier. It holds and owns approximately 27 per cent 
of the capital stock of the Atlantic Coast Line R. R. Co. The new 
stock is to be offered at par to applicant’s stockholders and shares 
not thus sold will be sold on the market at not less than par. The 
proceeds are to be used for general corporate purposes and specifically 
to be applied to payment of the applicant’s subscription and purchase 
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at par of $3,718,200 of the common capital stock of the Atlantic Coast 
Line Railroad Company. 

The Southern Bell Telephone & Telegraph Company and the 
Demopolis Telephone Company of Demopolis, Ala., have asked for ap- 
proval of acquisition by the Southern of the property of the Demop- 
olis company. 


UNCONTESTED FINANCE CASE 


The Louisiana & Arkansas Railway Company has been authorized 
to issue a 5 per cent unsecured promissory note for $2,600,000, to 
mature January 1, 1928, and, if necessary, to renew the same for 
a period of four months. 


HOCH-SMITH SAND, ETC. 


The Commission has assigned for hearing, October 31, at 
the Hotel Adolphus, Dallas, Tex., before Examiner Waters, Sand, 
Gravel, Crushed Stone, and Shells Within the Southwest, No. 
17000, rate structure, part 11, sand and gravel investigation, and 
cases grouped therewith. Immediately after the close of the 
hearing at Dallas, hearings will be held at the St. Charles Hotel, 
New Orleans, La., according to the assignment notice. 


ROSS APPLICATION APPROVED 


The application of Walter L. Ross, president of the Nickel 
Plate, to hold the position of director of the Cleveland Union 
Terminals Company, has been approved by the Commission, 
division 4. 


NEW ENGLAND DIVISIONS 


The Commission has granted part of the petition of the 
Delaware & Hudson for reopening, rehearing, and postponement 
of the effective date of the order in No. 11756, Bangor & 
Aroostook vs. Aberdeen & Rockfish et al., the New England 
divisions case. The order entered in the proceeding on June 
14, 1927, which was to become effective September 1, has been 
modified so that it will become effective October 1. The post- 
ponement of the effective date of the order will allow addi- 
tional time for consideration of the question of whether or not 
the proceeding should be reopened. (See Traffic World, August 
20, p. 419.) 


HOCH-SMITH GRAIN HEARING 


Secretary McGinty, of the Commission, announced August 
26 that part 7 of No. 17000, relating to rates on grain and grain 
products within the western district and for export, together 
with the formal complaints consolidated thereunder, had been 
assigned for further hearing at the Nicollet Hotel, Minneapolis, 
September 15. : 


LOSS AND DAMAGE PROBLEM 


A new method of attack on the problem of lost and dam- 
aged freight will be launched by eastern and southeastern rail- 
roads and steamship lines at a meeting to be held at Virginia 
Beach, Va., September 8. Representatives of 85 railroads will 
be present for the purpose of carrying the campaign into their 
respective territories. The meeting will last one day and will 
be the climax of a three-day series of conferences of railroad 
claim officers. 

The new method centers about an attempt to interest rail- 
road superintendents in measures to correct the principal causes 
for damaged or lost freight. It will be launched by inviting 
one superintendent from each railroad in eastern and southeast- 
ern territory to participate in the discussion of two subjects— 
“carload damage” and “lost freight.” ‘Through the interest of 
the superintendents participating in the conference, it is hoped 
that all superintendents and the thousands of railway employes 
having to do with the handling of freight in the territory in- 
volved, will redouble their efforts to stop this waste. 

The series of meetings of which this joint conference will 
be the climax will begin September 5, when the twelve mem- 
bers of the national claim prevention committee of the freight 
claim division of the American Railway Association will hold 
a two-day discussion of claim prevention problems. The meet- 
ing will also be attended by the three special representatives 
and the secretary of the freight claim division, American Railway 
Association. 

On September 7 the Southeastern Claim Conference, the 
Virginia Claim Conference, and the Eastern Claim Conference 
will hold separate sessions for the discussion of claim problems 
relating to the three territories involved. 

On September 8 a joint meeting of the three claim con- 
ferences, the National Claim Prevention Committee and the 
executive officers of the Freight Claim Division, together with 
representatives of the operating department of the 105 railroads 
and steamship lines that are members of the three conferences, 
will be held. Representatives of the U. S. Department of Com- 
merce and officers of the Railway Accounting Officers’ Associa 
tion will also address this meeting. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repoxter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Maryland.) Code Pub. Gen. Laws 1924, 
art. 56, sections 258, 259, requiring corporations and associations 
engaged in transportation of freight for their stockholders or 
members over state roads by motor vehicle to secure permit, 
held to apply to cooperative association incorporated under 
article 23, sections 419-446, for purpose of transporting milk and 
farm products for its members, and such association, on vio- 
lating provisions, was liable to penalty under article 56, sections 
263, 264.—Rutledge Co-op. Assn. vs. Baughman, 138 Atl. 29. 

Code Pub. Gen. Laws, 1924, art. 56, sections 258, 259, requir- 
ing corporations and associations engaged in transportation of 
freight over highways for their members or stockholders to 
secure permit from Public Sevice Commission, held not to con- 
vert private carrier into common carrier without its assent.— 
Ibid. 

“Common carrier” is obliged, within the limits of its ability, 
to serve all who apply, while a “private carrier’ is under no 
such obligation.—Ibid. 

Code Pub. Gen. Laws 1924, art. 56, sec. 259, designating cor- 
porations and associations engaged in transporting freight for 
their members or stockholders by motor vehicle over state high- 
ways, as engaged in public transportation under terms of section 
258, requiring owners of motor vehicles so engaged to secure 
permit from Public Service Commission, held not unconstitu- 
tional exercise of legislative power, though applying to private 
carriers, in view of article 23, sections 346-418. 

Corporation, incorporated under Code Pub. Gen. Laws 1924, 
art 23, sections 419-446, as cooperative association, has separate 
and distinct existence from that of its stockholders, except for 
purposes expressly stated in statute.—Ibid. 

Highest duty owed by a sovereign state to its citizens is 
to provide for their security and to protect them in enjoyment 
—- and conveniences which they are taxed to provide.— 

State has power to prevent appropriation of highways ded- 
icated to use of public by persons using them for transportation 
for hire to such an extent as to render them unsafe for public 
use.—Ibid. 

(Circuit Court of Appeals, Seventh Circuit.) Surety com- 
pany’s bonds to carrier, to secure latter against loss through 
delivery to principal of shipments of freight without surrender 
of order bill of lading, held not void as against public policy, 
in view of bills of lading act, sections 9-12, 14 (Comp. St., sec- 
tions 8604e-8604ff-8604g2¢), notwithstanding provision in bill of 
lading and tariff requiring surrender of bill of lading before de- 
livery of goods.—Northwestern Casualty & Surety Co. vs. Illinois 
Cent. R. Co., 19 Fed. (2d) 868. 

In bills of lading act, sec. 14 (Comp. St., sec. 8604g2), pro- 
viding that court may order delivery on proof of loss, theft, or 
destruction of bill, of lading, and on giving carrier security 
against loss, “lost, stolen or destroyed,” should be broadly con- 
strued to include any circumstances whereunder, for time being, 
bill of lading is in effect lost to owner.—Ibid. 


(Supreme Court of Ohio.) The requirement of section 614-91, 
General Code, that an “application shall contain a map, showing 
the highway or highways and public places upon and over which 
such motor transportation company is to operate,” applies to 
both regular and irregular routes, and a failure to attach such 
& Map renders an application fatally defective——Erie R. R. Co. 
vs. Public Utilities Commission of Ohio, 157 N. E. Rep. 382. 

Upon filing an application for a certificate to operate over 
an irregular route, the commission is not required to give written 
notice of the filing of such application to other transportation 
companies operating in the territory through which the applicant 
Proposes to operate; neither is the commission required to give 
ten days’ notice to such transportation companies of the time 
of the hearing upon such application.—Ibid. 

An applicant for a certificate to operate over an irregular 
Toute is only required to publish notice of the filing of such 
application in a newspaper of general circulation, published at 
the county seat of that county to and from which persons or 
Property are proposed to be transported, and such publication 
18 not required to be made at the county seat of each county 
through which persons or property shall be carried.—Ibid. 


_An application for a certificate may be granted in whole 
or in part, but the order cannot in any event be more extensive 
than the convenience and necessity to be served, as shown by 
the evidence adduced at the hearing.—Ibid. 

Where the place or places to or from which an irregular 
motor transportation route is certificated are served in part by 
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a regular route, the certificate authorizing such irregular route 
should safeguard infringements upon such regular route and 
other existing transportation facilities, unless it appears from 
the evidence that such existing transportation facilities are not 
reasonably adequate and an opportunity has been afforded to 
provide such service after sixty days’ notice, as provided by 
sections 614-87, General Code.—Ibid. 

(Supreme Court of Arkansas.) Where bond to secure Car- 
rier against loss for delivery of freight without bill of lading 
was clearly intended by parties to be in accordance with Craw- 
ford & Moses’ Dig., sec. 793, in order to avoid penalty imposed 
by section 792, court will presume that amount fixed in such 
bond is double value of goods, regardless of whether it spe- 
citically says so, since statute will be read into and become part 
of bond under such circumstances.—Kansas City Southern Ry. 
Co. vs. United States Fidelity & Guaranty Co., 295 S. W. Rep. 705. 

Paid surety is not favored in law any more than any other 
contracting party.—lIbid. . 

Where surety was author of bond to secure carrier against 
loss for delivering freight without bill of lading, all provisions 
therein must be construed most strongly against it and favorably 
to beneficiary.—Ibid. 

In provision in bond to secure carrier against loss for de- 
livery of freight without bill of lading, providing that no delivery 
would be required or made where draft with bill of lading was 
in bank at point of delivery for collection, “made” held to mean 
“request, accept, or receive,” and not to require railroad to use 
reasonable diligence to ascertain whether draft and bill of lading 
was in bank.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Appeals of Virginia.) True intent and 
meaning of a federal statute, even as to method of enforcement, 
is a federal question, on which decision of United States Supreme 
Court is controlling on all courts, state and federal.—Mellon, 
Director-General of Railroads, etc., vs. Purse Bros., 138 S. E. 
Rep. 647. 

Where notice of motion for judgment for damages for fail- 
ure to transport freight during period of federal control failed 
to designate the agent designated by the President under trans- 
portation act 1920, sec. 206 (U. S. Comp. St., sec. 10071%4cc), 
by name or description, and Director-General mentioned in notice 
did not hold either that position or position of agent when action 
was brought or any time thereafter, and action was not revived 
nor motion to substitute until after four years, the substitution 
of proper defendant was improperly allowed.—Ibid. 

In proceeding by notice of motion for judgment for damages 
for failure to transport freight during period of federal control, 
service of notice to take depositions, addressed to J. C. Davis, 
Director-General of Railroads, as agent, under transportation act 
1920, sec. 206 (U. S. Comp. St., sec. 10071%4cc), accepted by 
counsel for John Barton Payne, who was made defendant, in 
no way effected right of Davis or conferred jurisdiction of trial 
court over him, since he was not a party to action and could 
not be made such by acceptance of notice.—lIbid. 

Limitation, under transportation act 1920, sec. 206 (U. S. 
Comp. St. 1007114cc), of two years, in which action could be 
brought against agent designated by President for damages 
arising out of federal control of railroads, being a condition of 
liability and not merely a period of limitation, could not be 
waived in that it was a suit against government, which had 
consented to be sued within designated time.—lIbid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of North Carolina.) Damages for negli- 
gence in delivering money sent between states by telegraph held 
governed by federal rule pertaining to interstate messages.— 
Waters vs. Western Union Telegraph Co., 138 S. E. Rep. 608. 

In order to make negligence actionable, it must be the prox- 
imate cause of the injury.—lIbid. 

- Under federal rule of Wamages for negligence in transmit- 
ting money by telegraph between states, damages cannot be 
allowed for mere mental suffering or anguish.—Ibid. 

On the question of proximate cause, in an action for negli- 
gence in transmitting money by telegraph between states, evi- 
dence of attending circumstances is competent, which indicates 
whether the natural and probable consequences of the negligence 
out to have been foreseen.—TIbid. 

In an action against a telegraph company for error in de- 
livering a smaller amount of money than was telegraphed, tele- 
grams received at defendant’s office, tending to put defendant’s 
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agents on notice of plaintiff’s need for the money, held com- 
petent.— Ibid. 

In action against telegrah company for error in delivering 
a smaller amount of money than was telegraphed to plaintiff, 
proof of the delay in delivering the full amount held to make 
the telegraph company prima facie liable for damages in breach- 
ing its contract to deliver money telegraphed with reasonable 
diligence.—Ibid. , 

Under federal rule, damages for negligence in delivering a 
smaller amount of money than was telegraphed to plaintiff may 
include pecuniary loss, extra cost and expense to plaintiff, time 
loss, physical pain or bodily suffering, inconvenience, annoyance 
and fatigue.—Ibid. 

In action for negligence of telegraph company in not de- 
livering the full amount of money telegraphed from one state 
to plaintiff in another, instructions allowing damages for mental 
suffering held erroneous.—Ibid. 

The probative force of facts brought out by testimony is 
for jury.—Ibid. 

“Compensatory damages” are distinguished from punitive or 
exemplary damages; the compensatory damages being the equiv- 
alent for the injury done, and the “punitive damages” being 
imposed by way of punishment (citing Words and Phrases, 
“compensatory damages’’).—Ibid. 


SUBIACO ROUTE CASE 


The Commission has been advised that the three judge court 
in the federal district of Arkansas, Fort Smith division, in No. 
450, Union Pacific Railroad Co. vs. United States of America, 
Interstate Commerce Commission and Fort Smith, Subiaco & 
Rock Island, in equity, has made permanent the preliminary in- 
junction granted by it forbidding the enforcement of the Com- 
mission’s order issued in Fort Smith, Subiaco & Rock Island 
vs. Alabama & Vicksburg, 107 I. C. C. 523. The order in that 
case requires the establishment of through routes and joint 
rates for westbound interstate traffic over the line of the Subi- 
aco by way of Ola, Dardenelle and Paris, Ark. The court con- 
sisted of Circuit Judge Booth and District Judges Reeves and 
Youmans. 

The order includes in the route so established the branch 
line of the Missouri Pacific between Paris, Ark., and Fort Smith. 
The Missouri Pacific asked for and obtained the preliminary 
injunction which has been made permanent. It claimed that 
the order violated section 15 (4), which forbids the Commission 
to require any carrier, without its consent, to embrace in a 
through route substantially less than the entire length of its 
railroad lying betwen the termini of a proposed through route. 
The Missouri Pacific also contended that, in addition to violating 
the prohibition against short-hauling, the order amounted to a 
taking of its property without due process of law, in violation 
of the Constitution of the United States. 

The court said that the reasoning of the Commission, in 
reaching its conclusion that the prohibition against short-haul- 
ing did not extend to traffic not originated by a carrier, in effect, 
would insert a new proviso in paragraph 4 of section 15 just 
preceding the present proviso, substantially as follows: 


Provided, That the foregoing limitation on the power of the Com- 
mission shall not be in effect when the Commission is establishing 
a through route which may compel a railroad to short-haul itself if 
such other route is limited to traffic not originated by such railroad, 
and not in its earlier possession. 


“To read such a proviso into the present statute, we think; 
is legislation and not construction,” said the court. “If such 
a proviso is desirable, we think it is for the Congress to promul- 
gate it—not the courts.” 

The court’s opinion seems to follow a dissent written by 
Commissioner Woodlock in the case before the Commission. 
The court, in discussing the mater, said the Commission relied, 
as sustaining its findings and conclusion, upon the cases of 
Dayton-Goose Creek vs. U. S., 263 U. S. 456, and United States 
vs. Abilene & Southern, 265 U. S. 274. It pointed out that the 
first mentioned was a recapture clause case and the second a 
divisions case, neither of which questions, the court observed, 
was involved in this through route case. The court said that 
the parts of the act applicable to the facts in this case were 
paragraphs 3 and 4 of section 15, the paragraphs authorizing the 
establishment of through routes and the limitations upon that 
power. It said it was clear that the order of the Commission 
did not come within the proviso of ~ limiting paragraph which 
authorizes the Commission, in time ‘Of emergency, to disregard 
the prohibition against the establishment of short-hauling routes. 

In considering the Subiaco case the Commission talked about 
the public interest in the Subiaco, which it said, in this case, 
meant the procuring of additonal revenue for the Subiaco. 

“The public interest in the maintenance of the Subiaco as 
a part of the transportation system of the country,” says the 
court, “does not justify the taking of a part of petitioner’s line 
and using it as an instrumentality for producing income for 
the Subiaco in competition with and to the detriment of the 
petitioner. . This case gose further than the Goose Creek and 
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Abilene cases. In those two cases the question of securing 
traffic for a weaker road did not arise. The point was division 
of income, among carriers all of which participated in the traffic, 
In such a division it was held that a weaker road could be 
favored; that is, its share of the income could be based upon 
facts other than its length of mileage. In this case it is rec. 
ognized that before something could be taken from one Carrier 
and given to another, it must appear that the former could 
retain such an amount as would be fair return upon the value 
of its property used in the transportation of the traffic. In this 
case the taking is justified upon the ground that in the operation 
under the order the Subiaco will gain more than the Missouri 
Pacific will lose. This does not appear to be a sufficient reason.” 

The court said the distinction made between initial and 
intermediate and delivering carriers was abstract. It said the 
Commission recognized the right of a carrier to handle traffic 
in its possession and that it stated that a carrier had no right 
to traffic still in the possession of connecting lines. The result 
of the reasoning, the court said, was that if routes might be 
established by which traffic might be so handled that it would 
not pass over the Missouri Pacific rails until it reached Paris, 
that road could have no legal ground for complaint. That such 
routes might be established, the court said, was no doubt true, 
but the fact still remained that from the points considered, St. 
Louis, Cairo, Memphis and New Orleans, the Missouri Pacific 
had other lines to Paris, Ark., by way of Fort Smith. The 
essential point here, the court said, was whether or not the 
Missouri Pacific, under the circumstances, could be compelled 
to join in establishing such routes when it had lines available 
which would give to it the longer haul. The court’s answer to 
that was to make the preliminary injunction a permanent one. 


SALT CASE ORDER UPHELD 


The federal court for the western district of New York has 
denied the petition of twenty-eight railroads for an injunction 
prohibiting enforcement of the Commission’s order in Eastern 
Salt Cases, 122 I. C. C. 21-36, in the case of The Akron, Canton & 
Youngstown Railway Company et al. vs. the United States of 
America, and the Commission, intervening respondent. The 
case was heard by Martin T. Manton, circuit judge, and John 
R. Hazel and Simon L. Adler, district judges. Judge Manton 
wrote the opinion. 

The carriers petitioned the court to annul and enjoin the 
order in the Eastern Salt Cases which reduced rates for the 
transportation of salt in carloads from points in New York, Ohio 
and Michigan to Trunk Line territory and New England. 

Judge Manton said the attack by the carriers on the order 
was based on the claim (a) that there was a want of evidence, 
or no substantial evidence, to support the order made; (b) that 
the Commission erroneously allowed interventions raising new 
issues that the petitioners were not prepared to meet; (c) that 
in the intervention and suspension order in No. 2440 the Com- 
mission exceeded its power, and (d) that the order was issued 
in violation of section 15a of the interstate commerce act. 

The report in the salt case embraced I. and S. No. 2440, salt 
from New York points to eastern, New England and Canadian 
points; No. 14250, Diamond Crystal Salt Co. et al. vs. A. & R. 
et al., and No. 16695, International Salt Co., Inc., vs. A. & St. L. 
et al. 

The court held that it was proper for the Commission to 
assign the three cases for joint hearing, referring to provisions 
of the interstate commerce act authorizing the Commission to 
conduct its proceedings in such manner, the court said, “as will 
best conduce to the proper dispatch of business and to the ends 
of justice.” It said the parties were all represented before the 
Commission, the issues were made clear, and full opportunity 
was had to present whatever was of assistance in reaching a 
just determination of the issues. It also said the Commission 
did not exceed its power in the suspension case. 

“The claim that new issues were presented which the pe- 
titioners had no notice of or opportunity to answer is not well 
founded,” said Judge Manton. 

The court said section 15a did not justify the attack on the 
order. It said this section did not prevent the Commission 
from requiring a reduction of rates found by it to be unreason- 
ably high in violation of section 1 of the act. 

“Financial loss which has been sustained as claimed by 
petitioners, because of this rate,” said the court, “does not con- 
stitute irreparable injury or form the basis of the equitable 
relief here sought ... The determination of whether a rate 18 
unreasonable or discriminatory is a question on which the 
finding of the Commission is conclusive if it is supported by 
any substantal evidence and unless there is some irregularity 
in the proceeding or some error in the application of the rules 
of law ... It is not for the courts to weigh the evidence before 
the Commission. Western Paper Makers’ Chemical Co. vs. U. §. 
271 U. S. 268. And the soundness and reasoning by which the 
conclusions are reached or the wisdom of the calculation which 
prescribes the rate are matters which are left by Congress to 
the Commission as the administrative ‘tribunal appointed by law 
and informed by experience.’ Illinois Central vs. U. S. 206 U. S. 
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441. An examination of this record requires us to support the 
order of the Commission as against the attacks made upon it.” 

The carriers are arranging to appeal the case. The case 
was argued before the district court by J. Stanley Payne, as- 
sistant chief counsel of the Commission; Blackburn Esterline, 
assistant to the Solicitor General of the United States, and 
Parker McCollester, for the carriers. 


MILWAUKEE REORGANIZATION 


Briefs in support of the application of the Chicago, Mil- 
waukee, St. Paul & Pacific for authority to acquire the prop- 
erties of the Chicago, Milwaukee & St. Paul and to issue securi- 
ties have been filed with the Commission by the Roosevelt bond- 
holders’ protective committee, the so-called Iselin committee 
representing preferred and common stockholders, and a com- 
mittee headed by Donald G. Geddes, representing common stock- 
holders. 

The Roosevelt committee objected to the original plan and 
agreement for the reorganization of the Milwaukee and obtained 
modifications thereof that made the reorganization plan accept- 
able to it. The committee said in its brief that it believed that 
the plan, as modified, was fair, and treated equitably all the 
securities dealt with under the plan. 

The Iselin committee defended the plan, contending that 
the issue of the fairness thereof had been decided by the United 
States Circuit Court of Appeals and that its adjudication of that 
question was final. It said public interest might differ from, and 
must not be confused with, private interest. 

“In view of the decision of the Circuit Court of Appeals 
on the fairness of the reorganization plan now before the Com- 
mission, the Commission has to consider this plan only in the 
light of public interest,” said the committee. “The Jameson 
committee undoubtedly will attempt to circumvent the effect of 
that decision by confusing public with private interest. .. . 
If the interests of an overwhelming majority were to be upset 
by the Commission at the instance of a small minority, the 
precendent established would tend to result in an attitude on 
the part of the investing public which would make the re- 
habilitation and financing of railroads extremely difficult. . .. 
The right to modify the reorganization plan at this time would 
unquestionably be litigated by the stock, as grave legal doubt 
exists as to whether, after the foreclosure and sale of the 
property, the provisions in the plan regarding modification could 
be utilized for such a purpose. The plan would have to be 
scrapped and a new plan negotiated and litigated through the 
courts. The amount of work to be redone would be formidable, 
the expense excessive, all the security holders would lose thereby, 
the favorable agreement in settlement of the railway’s obligations 
to the government might go by default under its terms, a long 
continued receivership would be unavoidable and costly, interest 
upon the bonds would be postponed, the credit of the road would 
be impaired, and the effects of the receivership upon the morale 
of the organization might seriously handicap the road in the 
performance of its service as a common carrier. . . . To 
consider a reorganization plan a fluid thing, to be modified in 
accordance with the erratic course of securities on the stock 
market, even after the time when security holders may effec- 
tively withdraw and organize’ for an alternative plan, is un- 
thinkable.” 

The Geddes committee addressed itself solely to the objec- 
tion that the plan was too favorable to the stockholders. It said 
the only suggestion of a ground why the plan was too favorable 
to the stock (and therefore per contra unfair to the bonds), 
made by the objector, was a rise in the market value of the 
stock after the announcement of the plan, and since the anounce- 
ment, a further rise. 

“The objector has computed the total rise and argues that 
because of such increase the plan is by so much too favorable 
to the stock, and that it should therefore be modified by increas- 
ing the assessment on fhe stock by the said total amount of 
subsequent increase in its market value,” said the committee. 
“We contend such a modification of the plan to be grossly un- 
fair; first, because a business trade has been made between the 
bonds and the stock at the date of adoption of the plan and 
no reason has been shown for abandoning it, and second, be- 
cause the suggestion of the objector, that it is the duty of the 
Managers, by modification of the plan, under their general 
powers under the plan, to redress this result of the plan, and 
change the allotments under it, is untenable. The managers 
have the same duty to both stockholders and bondholders, i. e., 
to carry out the trade which was made, not to alter it.” 


The committee said it did not admit that the temporary 
stock market quotations of the Milwaukee shares were safe or 
sound indications of permanent values. It said it hoped that 
the new stock, if the reorganization plan were approved, would 
tise to much higher values, fully justified by greatly increased 
earnings, and that it did not look to or rely upon daily quota- 
tions on the “ticker” to see whether the stock had made a good 
or bad bargain with the bonds. It said no answer to that ques- 
tion was yet possible—that it would not be answered until 1934 
or later, and that even if the stock sold at par on the basis 
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of increased earnings, a bondholder, looking back at the situation, 
would not say that he had the bad end of the bargain, but that 
at most he would say that his bonds were good, that he allowed 
the stock a speculative chance that had turned out well, and that 
he was not then in a position where he wished to take on the 
speculation. 

“These considerations,” said the committee, “emphasize the 
fact that no tribunal such as the Commission will wisely sit in 
judgment to revise the business wisodm of a trade in speculative 


railroad futures.” 


In the brief on behalf of the new Milwaukee company (see 
Traffic World, Aug. 20), counsel said the overwhelming support 
of the reorganization plan by all classes of security holders, 
including the holders of 85 per cent “of the very bonds repre- 
sented by these interveners,” was a practical guaranty of the 
equity of the provisions of the plan. 

“The Jameson committee,’ counsel said, “are an obstructive 
minority, who, having failed to obtain in the courts a profit for 
themselves at the expense of their fellow bondholders, are now 
spitefully seeking to defeat a reorganization desired by sub- 
stantially all other refunding bondholders. They are not en- 
titled to invoke the aid of the Commission. . Minorities 
must, of course, be protected against majorities—but majorities 
are not without the need of protection against minorities. If 
there is any public interest in the private disputes of bondhold- 
ers, it is not always on the side of the minority.” 


The outstanding features of the reorganization plan, as set 
forth in the applicant’s brief, follow: 


The holders of the junior bonds of the old railway company, i. e., 
both the bonds secured under the refunding mortgage and the bonds 
secured under the Puget Sound mortgage, are to receive, for 20 
per cent in principal amount of their old bonds, new fifty-year five 
per cent mortgage bonds, bearing fixed interest, and, for 80 per cent 
in principal amount of their old bonds, new seventy-five-year five 
per cent convertible adjustment mortgage bonds, the interest upon 
which is dependent upon income and is non-cumulative until 1930. 
For the period during which interest upon the new adjustment bonds 
is non-cumulative, the voting power of the stock of the new com- 
pany is to be vested in voting trustees approved by the bondholders, 
thus in effect giving the bondholdes control, as against the stock- 
holders, during the non-cumulative period. The voting trustees are 
to be Hon. Elihu Root, Frederick H. Ecker, Henry H. Pritchett, Sam- 
uel Rea and W. D. Van Dyke. Provision is made for the extension of 
the voting trust beyond January 1, 1930, if the majority stockholders 
deem such extension necessary to secure stability of management; 
and the adjustment bonds are convertible, at the option of the holder, 
during the life of the bonds, into preferred and common stock -of 
the new company, at the rate of five shares of preferred stock and 
five shares of common stock for each $1,000 bond. 

The old railway company’s indebtedness to the United States gov- 
erfiment is to be liquidated as follows: The $35,000,000 of notes held 
by the secretary of the treasury are to be paid. For the $20,000,000 
note held by the director general is to be given $17,000,000 in cash, 
with interest to the date of settlement, and $3,000,000 par value of the 
new preferred stock. 

The unsecured creditors of the old railway company are to re- 
ceive new preferred stock at par for the amount of their claims. 


The preferred and common stockholders, respectively, as a con- 
dition of receiving an equal number of shares of new preferred stock 
or new common stock, as the case may be, are to be required to pay 
$28 per share in the case of the preferred stock, and $32 per share in 
the case of the common stock, for which they will receive, in the case 
of the preferred stock, $24 principal amount of new fifty-year five 
per cent mortgage bonds and in the case of the common stock, $28 
principal amount of new fifty-year five per cent mortgage bonds. 
Thus for $4 paid by them per share they receive no new securities. 

There will be created a new first and refunding mortgage, rank- 
ing ahead of the fifty-year mortgage and the adjustment mortgage, 
under which no bonds are to be issued in the reoraganization but 
which will constitute a reservoir of credit upon which the new com- 
pany can draw to meet its future requirements, while the underlying 
general mortgage bonds made available by the plan furnish the means 
of providing, at reasonable cost, for the applicant’s capital require- 
ments during its first years until its credit is thoroughly established. 

The approximately $70,000,000 of cash provided by the stockhold- 
ers is to be applied to the liquidation of the debt to the government, 
to provide adjustments of interest in respect of bonds deposited under 
the reorganization plan, and to provide for additions and betterments, 
new equipment and other capital expenditures and working capital, 
settlement of claims, expenses of foreclosure and receivership and 
other expenses of the reorganization. Any balance remaining of the 
sum set aside for compensation of the reorganizers may be turned 
over to the new company for working capital, or returned pro rata 
to the holders of certificates of deposit for stock, in the discretion of 
the reorganization managers. 


MOVING CROPS FROM COAST 


That the transportation of the promising record crops of 
the Pacific Coast and the Southwest will this year be completed 
with the finest service record yet made by the railroads, is the 
prediction of C. J. McDonald, manager of perishable freight 
traffic for the Southern Pacific. It has just completed handling 
the heaviest cantaloupe tonnage that ever moved out of the 
Imperial Valley. Sixty-eight per cent of the nation’s cantaloupe 
crop is grown tributary to its lines. The railroad is now pre- 
pared to meet the demands of the grape shippers whose crop 
is now beginning to move to market. 

The Pacific Fruit Express, which is jointly owned by the 
Southern Pacific and the Union Pacific, now has the largest 
refrigerator car supply it has ever had, according to Mr. 
McDonald.. Its total ownership is over 38,000 cars as compared 
to 33,000 last year. To meet anticipated shipments the South- 
ern Pacific had at the beginning of the season 18,100 reserve 
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cars in its territory as compared to 12,000 cars at the same 
time last year. 

No state in the union ships more perishables to the market 
and no state is farther from its major consuming markets than 
California. In 1926 the state shipped 255,035 carloads of per- 
ishables, which equaled 34.4 per cent of the 740,939 carloads of 
perishables shipped by all other states. The 1926 shipments 
showed an increase of 79 per cent, or 112,519 cars, over 1920, 
while the increase of all other states for the same period was 
50.1 per cent, or 247,382 cars. The increased shipment from 
California is indicative of the growth of all Pacific Coast and 
Southwest perishable tonnage. 

This year witnessed the silver anniversary of the canta- 
loupe growing industry in the Imperial Valley, when the largest 
crop grown in the Valley was successfully marketed. On August 
1 a total of 17,750 cars had been shipped, and it is estimated 
that, with the watermelons now being moved, a total of 21,250 
cars will have been shipped when the entire crop is harvested. 

This year there were in effect faster schedules than ever 
before. A new schedule was established by cutting five hours 
from the running time to Chicago. The new schedule from 
Brawley permitted arrival in time for seventh day sales in 
Chicago and assured connections with fast afternoon freight 
trains to eastern markets. 

The longest cantaloupe train on record moved out of the 
valley June 21 when a melon bloc of 149 refrigerator cars 
moved out of Brawley for the East. To handle the movement 
efficiently the company placed in the valley this season over 
200 additional operating men. 

The Imperial Valley cantaloupe crop stands out as the 
largest, most rapidly handled, and the greatest concentrated 
perishable freight operation in the country. The big crop is 
handled over a period of six weeks from a single track railroad 
line of only 40 miles. In recognition of the service which the 
Southern Pacific has given the valley, growers complimented 
the railroad officials with a dinner in recognition of the service 
and the silver anniversary. 

Preceding the cantaloupes the railroad completed the let- 
tuce movement, which was one of the best the valley has pro- 
duced. The lettuce began moving to market in November and 
the last of 11,287 cars went east in April. Lettuce is now 
moving from points along the coast division which, up to 
August 20, had shipped over 8,000 additional cars. 

Following a custom of many years in California, the South- 
ern Pacific operating and traffic officials held, this year, their 
first pre-harvest meeting with the perishable growers ofthe 
Salt River Valley in Arizona. The problems of both the ship- 
pers and the railroad were considered and an operating pro- 
gram worked out. 

In addition to enlarging its staff in the Salt River Valley, 
the Pacific Fruit Express has completed its new icing plant at 
Phoenix and enlarged its icing facilities at Mesa. 

Daily schedules for Salt River Valley cantaloupes were 
fixed for a sixth day arrival at Chicago, and the express grape 
schedule made for a fourth morning arrival. 

For the three year period, 1924-26, there has been an in- 
crease of over 440 per cent in the lettuce marketed from the 
Salt River Valley and growers feel that the production possi- 
bilities of the Valley have not yet been reached. 

The California citrus crop is this year giving the railroads 
a steady tonnage. Oranges and lemons are now shipped every 
day in the year. For the first seven months of the year Cali- 
fornia lines have handled 58,583 cars of citrus and indications 
are that over 14,000 additional cars will be shipped before the 
season ends, October 31. 


AID FOR GRAPE GROWERS 


Further protection for the grape growers of California in 
marketing their products is announced by G. A. Leithner, dis- 
trict manager of the car service division of the American Rail- 
way Association. The plan formulated in conferences held by 
the Pacific Coast Transportation Advisory Board, of which 
Charles E. Virden is general chairman, is “a common sense 
operation of the embargo permit system.” It has been the cus- 
tom, Mr. Leithner says, for individual shippers to wire eastern 
representatives at their own expense when a permissive embargo 
had been established, due to flooded markets, asking permits 
for the movements of their individual cars into the embargoed 
terminals. The cost of this individual wiring has been a large 
expense to shippers and growers. The principal object of the 
new plan is to eliminate this costly wiring and substitute a 
clearing house in California where the matter can be handled 
locally by shippers with representatives of eastern railroads. 
In explanation of the new plan Mr. Leithner says: 


As a result of a conference between Charles E. Virden, repre- 
sentatives of the grape shipping industry and the eastern carriers, 
the carriers will establish what shall be known as the Grape Per- 
mit Conference, with headquarters at 526 Wells Fargo Building, 
San Francisco, composed of the district manager of the American 
Railway Association and representatives of the eastern lines. 

The purpose is to insure the —— handling and equitable ap- 
portionment as far as may be practicable of all permits that can be 
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issued against existing embargoes among owners and shippers of 
grapes located in California. This conference will meet daily at 1] 
a m., except Sundays and holidays, for the purpose of considering 
the passing of permit applications that shall be before the conference 
at the time. 

The plan provides for the applications of shippers or owners for 
carload grape permits to be filed either with the representatives 
of the eastern carriers in California or the chairman of the conference 
at San Francisco. Applications received will be considered by the 
conference in sequence of receipt. 

This plan has been formulated not in expectancy of embargoes 
nor that all of the shippers’ difficulties heretofore were caused by 
carriers’ methods of laying embargoes on grapes and the issuance 
of permits against them, but as a method of operation in the event 
such embargoes become a necessity. 


SOUTHERN PACIFIC FRUIT TRACKS 


To facilitate handling of perishables in fruit growing sec. 
tions of California, the Southern Pacific is spending over a 
million dollars on track extensions and improvements, accord- 
ing to J. H. Dyer, general manager. At Santa Clara construc- 
tion has begun on the first unit of a new yard to handle freight 
traffic in the San Jose territory. The railroad will construct 
38,000 feet of yard tracks at an estimated expenditure of $300, 
000. It will provide drill, repair, and caboose tracks, icing 
facilities for perishables, water supply, and yard buildings. Over 
26,000 feet of additional track will be constructed at Watsonville 
Junction at a cost of about 140,000. The new track will give 
an additional capacity of 300 cars in that yard and will facilitate 
better handling of freight and perishable movements through 
the Watsonville terminal. An expenditure of $78,000 will be 
made at Stockton, where 13,000 feet of new track will be laid 
to provide better facilities for switching fruit trains. In the 
same territory the company will construct 8,200 feet of new 
main track north from El Pinal. This track will involve the 
construction of a 300-foot steel truss bridge over the Calaveras 
River, at an estimated cost of $115,000. At Walnut Grove the 
company will expend approximately $66,000 for additional track, 
driveways, and scales for auto-truck and other facilities in order 
to take care of the increased fruit business at this point. At 
each, Reedley and Sanger, points south of Fresno, the company 
has under construction drill tracks aggregating 12,500 feet and 
costing $61,000. This improvement will permit better handling 
of fruit originating in this productive region. Four miles of 
track will be constructed at Rupert, just south of Marysville. 
It will lead to various orchards consisting of several thousand 
acres and will cost approximately $125,000. Modesto will benefit 
by the construction of new drill and side tracks at a cost of 
$40,000. Additional units of track varying from 780 feet to 1,625 
feet will also be constructed at Tudor, Wilson and Manteca. 


OPEN TOP CAR SUPPLY 


With the advent of the fall season, producers of sand, 
gravel, and crushed stone may expect a general tightening up 
in the supply of open-top railroad equipment, says a bulletin 
issued by the Mid-west Shippers’ Advisory Board. The bulletin 
offers some suggestions for the maintenance of adequate car 
supply in that industry as follows: 


1. Making use of open-top flat-bottom equipment to the fullest 
extent possible where that type of car fully answers the purpose; 
= consignees are requested to so specify on their orders placed with 
shippers. 

B Complete loading of all cars placed daily, and delivery of 
shipping instructions to railroad agent for forwarding same day. 

3. Prompt unloading of cars at destination. 

4. Complete unloading of the lading so that the car will be 
conditioned for a new load without the necessity for sending cars to 
cleaning yards, creating unnecessary expense and loss of car days. 

5. Where self-unloading cars are in service, the bottom or side 
dumps should be restored to their closed position at once so that 
cars will be available for immediate return to loading stations. 


COAL PRODUCTION AND SHIPMENT 


“For the first time in any week since April, the production 
of soft coal has passed the 9-million-ton mark,” says the Bureau 
of Mines of the Department of Commerce. “The total produc- 
tion in the week ended August 13, including lignite and coal 
coked at the mines, is estimated at 9,090,000 net tons. Com- 
pared with the output in the preceding week, this shows an 
increase of 7 per cent.” 

Production of anthracite was estimated at 1,607,000 net 
tons, an increase of 236,000 tons as compared with the preced- 
ing week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended August 13 totaled 391,845 net tons, of which 
255,791 were for New England delivery. Bituminous coal 
dumped at Charleston, S. C., totaled 1,289 tons, for bunker use. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended August 14 totaled 917,516 tons as compared 
with 891,866 tons the preceding week. Anthracite coal shipped 
from Lake Erie ports totaled 54,001 tons as compared with 
30,647 tons the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended August 6 were re 
ported as follows: Bituminous, 2,236; anthracite, 2,847. 
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THE TRAFFIC WORLD 


Freight Rates 


Sixth of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Traffic Characteristics of Major Territories 


Although the many and varied physiographic divisions of 
the United States outlined and discussed in preceding articles 
produce an almost infinite variety of products to be transported 
by railroad, the characteristics of three great sections of the 
country must be examined and compared. These sections cor- 
respond roughly to the territories of the Official, Southern, and 
Western classifications. 

The Commission divides all railroads for purposes of com- 
parative traffic statistics into three groups designated, respectively, 
as the Eastern, Southern, and Western districts. The Eastern 
district is bounded on the east by the Atlantic Ocean; on the 
north by Canada, the St. Lawrence River, and the Great Lakes 
to Chicago; on the northeast by an air line from Chicago through 


TABLE 1 


Revenue Freight Carried 
Class I Steam Railroads 


Eastern Southern Western Total, All 
District District District ne 


Commodity 
Products of agriculture... « 
Animals and products.... 1.47 1.00% 
Products of forests 13.56% 
Products of mines 56.67% 
Manufactures and miscel- 
laneous 17.39% 


= carload traf- 


16.23% 

3.61% 
14.48% 
40.92% 


22.00% 


9.12% 
52.60% 


23.98% 


96.64% 97.19% 97.04% 
3.36% 2.81% 2.96% 
100.00% 100.00% 100.00% 100.00% 


97.10% 


Peoria to East St. Louis; on the west by the Mississippi River 
to the junction of the Ohio and Mississippi rivers; on the south 
by the Ohio River to Parkersburg, W. Va., a line to the south- 
western corner of Maryland, and the Potomac River to its mouth. 

The Southern district is bounded on the east by the Atlantic 
Ocean; on the south by the Gulf of Mexico; on the west by the 
Mississippi River, and on the north by the Ohio River, the 
boundary line between the Eastern and Southern districts from 
Parkersburg to the southwestern corner of Maryland and the 
Potomac River. 

The Western district comprises the rest of the United States 
excluding Alaska and the insular possessions. 

Traffic statistics for these territories, compiled by the Com- 
mission from reports required by law of the carriers subject to 
the interstate commerce act, reflect the conditions of commerce 
and industries in these geographical divisions. Traffic condi- 
tions vary greatly. Natural geographic boundaries, rivers, 
mountain chains, differences in climate, and differences in 
industrial organization and commercial development mark these 
districts one from another and alter transportation and traffic 
conditions so as to differentiate one district from the others. 
Differences in the freight classifications used in Eastern, South- 
ern, and Western Classification territories are accounted for 
by differences in physiographic, industrial, and transportation 
conditions. ; 

Some of the dissimilarities have been gradually eradicated 
as the sections of the country have been drawn closer together 
and as the through movements of freight from section to section 
tend to increase. Differences may still be noted, however, in 
volume, kind, and density of traffic and in train loading, car load- 
ing and length of haul. 


Traffic Carried in Major Traffic Territories 


Table No. 1 indicates the distribution of traffic gmong the 
Principal groups of commodities as reported to the Commission 
by the roads operating in each major traffic territory, The fig- 
ures for traffic carried in each district used for these tonnage 
figures indicate the nature of the traffic carried by the roads 
Serving each territory.’ 

This table shows that the ratio of mineral tonnage to all 
other traffic is large in all sections, but greatest in the Eastern 
district, where the anthracite and bituminous coal mines con- 


_—_— 


1 Statistical data from “Text of the Thirty-ninth Annual Report 
on the Statistics of Railways of the United States,’’ Bureau of Sta- 
tistics, I. C, C., Washington, 1927. 


tribute heavily. In this district and in the South animals and 
animal products contribute less than half as much to the ag- 
gregate tonnage as in the West, where the ranches and packing- 
houses ship heavily. Forest products traffic carried by the 
eastern carriers is relatively light compared to the South and 
West, where the great forests of pine, spruce, and fir are. 
The percentage of manufactures is largest in the Eastern dis- 
trict, the section in which many of the steel mills and manu- 
facturing plants of all kinds are located. Less-carload percent- 
ages vary but little in the districts, a little higher percentage 
originating in the Southern district than in the others because 
of the volume of less-carload quantities of articles offered at 
any-quantity class rates and at L. C. L. commodity rates. 


The Eastern District 


The kind of traffic originated by the various roads in the 
Eastern district varies in the subdivisions of the territory. 
Thus, the New England roads, such as the New York, New 
Haven and Hartford, the Boston and Maine, and the Maine Cen- 
tral, carry smaller percentages of mineral traffic, as compared 
with the percentage for the district as a whole, and smaller 
relative quantities of farm products. New England has no coal 
and little in the way of mineral resources, except quarry stone, 
and farming is not extensive. The fuel is brought by water and 
rail into the industrial centers and grain and other foodstuffs are 
brought from other districts. Manufactured articles are carried 
in heavier volume than in other sections. 

The eastern trunk lines, including the Pennsylvania, the 


New York Central, the Erie, and the Baltimore and Ohio. handle 
a variety of traffic, including heavy tonnages of coal, farm prod- 
ucts, and manufactured articles. On these lines, large quanti- 
ties of mineral, farm, and manufactured traffic are originated 
and carried to the eastern and middle western primary and 
ultimate markets or moved to the ports of Boston, New York, 
Philadelphia, Baltimore, Norfolk, or other north Atlantic ports 
for export. Import traffic through these ports is also an im- 
portant item. 

A third group of roads in the Eastern district includes the 
coal carriers—the anthracite roads—such as the Reading, the 
Central Railroad of New Jersey, the Lehigh Valley, the Dela- 
ware, Lackawanna and Western, the Delaware and Hudson, and 
the New York, Ontario and Western. These roads, primarily 
coal carriers, are distinguished by the fact that of all the com- 
modities originating on them from 70 per cent to 90 per cent 


TABLE 2 


Percentages of Volume of Traffic 
Originated and Carried 
Class I Coens, by Districts 


T- 

Revenue Per- 
traffic centage 
carried of all 
Tons of traffic 

2,000 Ibs. carried 

1,208,295,760 tons 52.4% 
18.4% 
29.2% 


Revenue centage 
traffic origi- tal 
District nated raffi 
Tons of 
2,000 Ibs. 
- 531,308,379 tons 42. 
281,715,364 tons a“ 423,768,921 tons 


672,210,065 tons 


Eastern 
Southern ... 
Western ... 434,217,872 tons 


fy 


otal, all 
districts.1,247,241,615 tons 100.0% 2,304,274,746tons 100.0% 





is coal. Other roads, such as the Pennsylvania, Baltimore and 
Ohio, and Erie, carry a greater percentage of coal traffic than 
the normal amount, but less than these coal carriers. 


Another group of roads in the Eastern district carries heavy 
mineral traffic, consisting of ore from the lake ports to the 
western Pennsylvania-eastern Ohio steel district and coal from 
this district to the lakes. The Bessemer and Lake Erie, the 
Pittsburgh and Lake Erie, and the Buffalo, Rochester and Pitts- 
burgh are typical of this group. 


The Southern District 


In the Southern district traffic conditions are more uniform 
than in other districts. Variations may be noted, however, in 
the percentages of different kinds of traffic carried by the roads 
connecting Trunk Line territory with the south Atlantic ports 
and those engaged primarily in serving the Gulf ports. The 
heavy tonnage of minerals is accounted for by the traffic origi- 
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nating in the Alabama coal and ore fields and the Pocahontas 
coal carriers in the Virginia district. Agricultural products are 
relatively heavy, due to the cotton traffic to the south Atlantic 
and Gulf ports. Forest products are handled in large volume 
by nearly all southern roads, particularly those serving the hard- 
wood district and the yellow pine belt. 


Leading carriers of the South include the Southern Railway, 
the Illinois Central, the Louisville and Nashville, the Mobile and 
Ohio, the Atlantic Coast Line, the Central of Georgia, the Cin- 
cinnati, New Orleans and Texas Pacific, the Nashville, Chatta- 
nooga and St. Louis, the Seaboard Air Line, and the Gulf, Mo- 
bile and Northern. 


A group of roads serve the northern section of the Southern 
district and connect the Central Freight Association territory 
of the Middle West and the coal fields of West Virginia, Ken- 
tucky, western Pennsylvania, and Ohio with tidewater at Nor- 
folk. Some of these lines are really parts of the great trunk 
line systems, but are often referred to as the Pocahontas coal 
carriers, on account of the fact that a large percentage of their 
traffic is coal carried to tidewater for export, coastwise water 
movement, bunkering at tidewater, or for further all-rail move- 
ment in connection with other rail lines. These carriers include 
the Chesapeake and Ohio, the Norfolk and Western, and the 
Virginian. 


The Western District 


In the western district three distinct groups of railroads 
serve the vast territory. North and west of Chicago and St. 
Louis are the granger roads, serving the grain and live stock 
producing districts of the central northwest. These roads, 
radiating from Chicago, include the Chicago, St. Paul, Minne- 
apolis and Omaha; the Minneapolis and St. Louis; the Chicago 
Great Western; the Chicago, Burlington and Quincy; the Chicago, 
Rock Island and Pacific; the Minneapolis, St. Paul and Sault 
Ste. Marie; the Chicago and Alton. They bring the agricul- 
tural products and animal tonnage from the farms and ranches 
to the primary markets in the upper Mississippi Valley for 
redistribution to the consuming markets of the United States 
and the world. Hence, the percentage of agricultural products 
on these roads ranges from 16 per cent to 35 per cent of all the 
traffic originated. Animal and animal products traffic averages 
about 7 per cent of all traffic. There is a growing volume of 
manufactured articles, due to the increased activity in manu- 
facturing in the industrial cities of the upper Mississippi Valley. 


The granger roads and a group of smaller lines serve the 
Great Lakes district and carry huge tonnages of iron and copper 
ores and other mineral traffic. These roads include the Duluth, 
Missabe and Northern; the Lake Superior and Ishpeming; the 
Duluth, South Shore and Atlantic, and several smaller lines. 


A second subdivision of the Western district is the South- 
west, served by the rail lines radiating from St. Louis and 
Memphis into the country west of the Mississippi Rver. Large 
tonnages of grain, animals, and animal products are originated 
in this district as well as a considerable volume of southwestern 
cotton moving to the gateway cities and the Gulf ports. Manu- 
factured articles are lighter in volume than in the granger dis- 
trict; while the percentage of lumber and mineral tonnages is 
higher. Typical southwestern lines are the Missouri-Kansas- 
Texas, the Gulf Coast Lines, the Frisco, the International-Great 
Northern,: the Missouri Pacific, the Kansas City, Mexico and 
Orient, the Kansas City Southern, the Colorado and Southern, 
the Gulf, Colorado and Santa Fe, the Texas and Pacific, and a 


number of lines comprising the Southern Pacific lines in the 
southwest. 


The transcontinental lines overlap the southwestern and 
granger roads, but extend further west to the Pacific coast. 
Two groups of these lines are discernible—a northern group, 
including the Great Northern, Northern Pacific, Chicago, Mil- 
waukee and St. Paul, and the Union Pacific, and a southern 
group, including the Southern Pacific, the Atchison, Topeka and 
Santa Fe, and the Denver and Rio Grande Western and its 
connections. These road carry the products of the Pacific coast 
and the import traffic from the Pacific terminals to the middle 
western and to eastern markets in connection with the eastern 
carriers. In addition to this tonnage, the mineral and forest 
products of the intermountain and Pacific slope states are hauled 
to the primary distributing markets in the Middle West. 


Comparative Tonnage Statistics 


The volume of tonnage originated in the three major ter- 
ritories does not correspond to the areas of the three districts. 
Table No. 2 indicates that the Eastern district, embracing about 
11 per cent of the area of the country, originates approximately 
42.5 per cent of all the traffic and handles over its lines 52.4 
per cent of all the traffic moved. The Southern district com- 
prises nearly 16 per cent of the area of continental United States. 
In this district 22.5 per cent of the total traffic originates and 
18.4 per cent of all the traffic is transported. The tremendous 
Western district embraces over 73 per cent of the territory of 
the United States. Here 35 per cent of the nation’s traffic is 
originated and 29.2 per cent is handled by the railroads serving 
the district. 
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Traffic Density in Major Traffic Territories 


The three major territories vary greatly in traffic density— 
the number of ton-miles handled in proportion to number of 
miles of line operated. The Class I carriers of the Eastern dis. 
trict, operating 59,249 miles of line, carried 170,483,666,027 ton- 
miles of revenue freight in 1925. The traffic density, therefore, 
is 3,036,805 ton-miles of revenue freight per mile of road oper. 
ated in this district. In the South, 44,240 miles of road are 
operated by Class I and 91,934,000,419 ton-miles of revenue traffic 
hauled, a traffic density of 2,086,464 ton-miles per mile of line. 
In the West, the Class I carriers operate 133,358 miles of road 
over which 142,396,594,626 ton-miles of revenue freight were 
hauled, establishing a density of only 1,067,315 ton-miles per 
mile, a little over half the freight traffic density in the South 
and a little more than one-third the density in the highly in. 
dustrialized Eastern district. 

The traffic conditions in the United States cannot be better 
illustrated than by this comparison of traffic densities. The car- 
riers of the East are used practically to the saturization point, 
handling over a small fraction of the country’s rail mileage a 
major portion of all the traffic transported by railroad in the 
United States. The actual trackage operated in the eastern dis- 
trict is much higher than the track mileage reported, for many 
sections of the roadway are double-tracked and in some cases 
four-tracked, and large terminal and hold yards are necessary, 

The average length of haul varies somewhat in the different 
regions. The distance hauled is greatest in the South, where 
the roads haul the average shipment 216.9 miles. In the Western 
district the average haul is 211.8 miles. In the Eastern district, 
where the distances between the producing areas and consuming 
markets are relatively short, the average rail haul is only 148.5 
miles. Revenue earned per ton of freight transported varies 
from 1.64 in the Eastern district to 2.53 in the Western. In 
the South the average revenue $2.09. Lighter traffic, longer 
hauls, and higher operating costs often make higher levels of 
rates necessary in the South and West than in the East. 

Passenger traffic and revenues are likewise heavier in the 
Eastern than in the Southern and Western districts. Two-thirds 
of all revenue passengers carried in the United States were 
transported by eastern roads and half of the 35,950,000,000 pas- 
senger miles are credited to eastern roads. 


Conclusion 

A survey of traffic conditions in the three major subdivisions 
of the United States indicates that variations exist in the 
amounts and kinds of traffic originated and carried, in the length 
of hauls, in revenues earned, in traffic density, and passenger 
services performed, as between these territorial divisions. These 
differences are based, in their turn, on industrial and economical 
conditions arising out of variations in the formation of the re- 
gions, climate, soil, elevation, rainfall, and other physiographic 
factors, and result in differences in rate structures in the major 
territories and in certain of the subdivisions of each district 
which can, perhaps, never be overcome. 

These differences are fundamental and a knowledge of the 
factors involved is necessary to an understanding and apprecia- 
tion of the rate and traffic problems confronting the suppliers 
and users of transportation in the United States. 


DISTRIBUTION OF POTATOES 


The Department of Agriculture has issued Technical Bul- 
letin No. 7, entitled “Origin and Distribution of the Commercial 
Potato Crop,” and prepared by J. W. Strobridge. principal mar- 
keting specialist assistant in the division of fruits and vege- 
tables of the bureau of agricultural economics. 

“The potato crop is the most widely grown of the commer- 
cial vegetable crops of the United States,” says Mr. Strobridge. 
“Each of the 48 states makes annual carload shipments. During 
the six years (1920-1925) the annual shipments averaged 230,263 
cars. A considerable percentage of the crop is consumed 
locally, but the larger part of the commercial production is con- 
fined to certain areas which must look to outside markets for 
the disposal of the greater part of their crop. The marketing 
of these potato crops, which approximate 140,000,000 bushels 
annually, presents many problems. Statistical information as 
to areas of production, time and volume of the carload move- 
ment, sources of market supply, and volume of market demands 
will aid in solving these problems.” 

In the calendar year 1925, according to the bulletin, the rail- 
roads reported the handling of 936.662 cars of commodities clas- 
sified as fresh fruits and vegetables. Potatoes made up approx- 
imately 25.5 per cent, or 239,347 cars, of these shipments, ac- 
cording to the bulletin. 

“If to this tonnage there be added the less-than-carload ship- 
ments, truck movement and home consumption, some idea of the 
magnitude of the potato business may be gained,” says the bul- 
letin. 

Unrevised estimates as to the farm Value for 1925 of the 
potato crop show a value of $605,327,000, or 43.5 per cent of the 
total value of all fresh fruits and vegetables. : 

The bulletin takes up, among other things, carload distri- 
bution from 17 important areas, trend of shipments by states. 
and weekly summaries of carload shipments. 
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“THE OLD MAN” 


Editor The Traffic World: 

What railroad man has not used the term, “The Old Man”? 
Not with the least disrespect or to imply that “the old man” 
is any older in years, but it is the railroad man’s way of re- 
ferring to his chief. Many chief executives of our great railway 
systems are comparatively young men; if not actually in years 
they are at least so in spirit and modern ideas. Regardless of 
the actual age of the executive who is referred to as “the old 
man,” every mother’s son of them delights in the knowledge that 
“his boys” look on him as the daddy of the road, be it large or 
small. The average employe takes his cue from “the old man” 
and tries to emulate him. We get many inspirations from him 


“and are unconsciously influenced by him and his policies. When 


we see “the old man” crack a hard nut we immediately feel 
that we can do it too when confronted with a difficult problem. 
If “the old man” is fair in his dealings with the men, they are 
naturally imbued with the same idea in their dealings with the 
public. There may be times when subordinates feel that “the old 
man” would have a hard time of it if they did not steer him straight, 
but they should always bear in mind the fact that “the old man” 
must have some real ability in order to occupy the position 
of chief. The hardest work “the old man” does is first to con- 
vince himself that he is right. He is then better able to infuse 
some of his own enthusiasm and sincerity into others, and the 
result is never in doubt. There has been a very definite ex- 
ample of this since federal control, when a most important line 
was turned back to its owners in a deplorable condition. “The 
old man,” however had the “interior” to take hold of the job 
of rehabilitation with vigor and, although he inherited many 
handicaps in addition to dissension in the ranks of “his boys,” 
just as soon as they were convinced that “the old man” was 
on the square and had their best interests at heart, they began 
“doing their stuff” and this line today is in as good as or better 
condition than it ever was. Certainly, so far as the public is 
concerned, “the old man” has popularized his road with shippers 
to a degree not known before the war. Here is where “the old 
man” with a head on him has turned adversity into prosperity, 
not only to the benefit of his employes, but to the advantage of 
his stockholders and the public generally, and he isn’t so old 
either. Here’s to “the old man.” 
H. B. Tooker, Traffic Manager, 
. Bingham & Garfield Ry. Co. 

San Francisco, Calif., Aug. 22, 1927. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

Having read various articles published under the heading of 
“Traffic Education” in The Traffic World, I thought I would 
express some of my views. 

First, I have had railroad experience and also industrial, 
both in domestic, importing and exporting shipping, and can 
say that I know that I still have lots to learn. 

Traffic management is like any other profession—you can 
always learn, and what and how much you learn is strictly 
up to you. I think all of us would gain more if we had only 
strictly traffic to handle; we would have more time to keep up 
with new publications and rulings. 

I think some of our various extension universities are won- 
derful, because they enable one who wants to get ahead to do 
so. As far as some unethical salesman selling the course, I 
do not blame the university for this, for a8 soon as he is found 
out he is discharged. 

I know this from experience, as I reported one who had 
printed a false want ad in a local paper; in addition he sent 
several scholars to me for a position, and when the school 
learned of this he was discharged. I have taken a course my- 
self, and will close by saying if it had been misrepresented to 
me the only one who lost was the salesman who sold it. 

George S. Lukenbill, Traffic Manager, 

Louisville, Ky., Aug. 23, 1927. Louisville Seed Co. 





Editor The Traffic World: 

I sincerely trust that the space in your publication is not 
limited, for I feel that at this time I should be permitted to 
defend the article published over my signature July 16 under 
the caption, “Traffic Education.” 

In the first place, do not misunderstand me in one state- 
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ment. I am postively not against study of any problem, be it 
transportation, theology, or politics. I am not trying to dis- 
courage the study of traffic problems through any sort of power, 
whether it is an extension university or an institute that spe- 
cializes in traffic and transportation. I am not criticizing the 
fact that many so-called heads of traffic departments hold their 
position by the grace of the Almighty and the fact that they 
are able to put on their horn-rimmed spectacles and join a 
merry round-table argument with reference to rate adjustments. 
I am merely trying, through my small efforts, to place the seed 
of thought before those who might be interested to keep the 
traffic profession out of a trust. Keep it worth while for the 
men who can and will make a close study of the transportation 
problems of this country to do so without the outside influence 
of politics or force him through these agencies to be a graduate 
of some school whose prime idea in life is to get all of the men 
who are interested in this work enrolled with them. 

It hurts no one to study any sort of problem. For exampie, 
I have in mind a gentleman of your city who is recognized 
as being the leading authority on the law of loss and damage 
claims. He has to study the’ law and court decisions constantly. 
But get this one idea: Where would he be in this line of busi- 
ness if he didn’t have the solid concrete foundation on which 
to place this study? I claim and always will that you cannot 
take a perfectly uninformed man and run him through a traffic 
school and turn out a perfect traffic manager without the ben- 
efit of a line of practical experience derived from some high- 
class transportation company. . 

C. O. Frisbie, vice-president of the North American Car 
Company, agrees with me in this respect in his letter published 
under date of August 6, although his letter was intended for 
criticism. 

You state, with respect to my article above mentioned, that 
it will be of interest to others as it is to you, to know that the 
motive of the so-called educational program was to increase the 
registration lists of correspondence schools. Well, if it isn’t, 
then will you kindly answer your readers as to why a member 
of the faculty of one of the principal extension universities was 
placed as chairman of the educational committee of the Asso- 
ciated Traffic Clubs of America? Why is the committee honey- 
combed with other faculty members of other similar institutions? 
Surely it was not to give them additional honors and degrees. 

Another of your readers, a Mr. Egan, states under date of 
July 28, that the substance of my remarks are intended to pro- 
tect the inefficient man who cannot justify the title of “traffic 
manager.” No, such was not the intent, for after all what is 
in a name or title? Merely because a man bears the title has 
nothing to do with his proficiency. The average employer is not 
at all interested in a man’s title or diploma. To the contrary, 
is he able to do a little better than is he expected? The aver- 
age traffic man, taking our business as an example, has many 
other problems to solve in the daily trend of business which 
have a small bearing on the transportation game—problems, I 
am sure, would be difficult to learn in a correspondence school. 
In other words, in the produce business we also have “to know 
our onions.” No, Mr. Egan, I am sure that you misunderstood 
me. The inefficient man will eliminate himself without the 
outside agency of transportation schools. 


I do not believe that I intended to leave the impression 
that many were now engaged in this profession who had neither 
practical or theoretical training. Most of us have a little of 
both; however, experience teaches that no matter how much 
of this we have had when we enter a certain business, we 
quickly find that we have to readjust our knowledge to the 
claims of the business. In other words, we have to forget a 
lot of it and grow up with the organization we are interested 
in—for no two vocations are alike in this respect. What would 
hold good in the grocery and commission business would not do 
at all for the steel or dry goods trade. Really, I do not think 
any employer would ask the outside aid of the state assembly 
laws regulating traffic profession or any outside agency to elimi- 
nate a man who was not considered proficient. Down here in 
Arkansas, they usually decorate him with the “Order of the 
Can.” 

One other thing I feel the necessity of answering in part 
is your editorial in the August 6 issue and that is the indiffer- 
ence of certain traffic clubs with reference to the educational 
program. Being the present president (much against my will) 
of the Little Rock Traffic Club, I feel qualified to answer for 
that organization. 
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It is true that our own traffic club was not interested to 
any great extent in the educational program fostered at the 
Memphis meeting, although it was ratified by a majority vote 
of our members at a regular meeting of the club, merely as 
a matter of form, I suppose. I presume it was due to the fact 
that the Little Rock Traffic Club was formed as a social and 
fraternal organization rather than a constructive one, as it was 
found that, in this way, many competitors could be forced to 
tolerate each other rather than feel that each man who opposed 
him was his enemy. Some of the other traffic clubs I have in 
mind in the present associated organization ought to adopt this 
plan. I believe their members might enjoy the club a little more. 

Lastly, I cannot close this article without taking issue with 
one Mr. R. D. Chase, of Medway, Mass., who leaves the impres- 
sion under date of July 4 that many of the New England traffic 
managers are, as indicated in this controversy, inefficient and 
unable to satisfy their employers. Merely because most of them 
are former railroad solicitors, it is strange the poor down- 
trodden employers don’t know this and leave it up to an out- 
sider to inform them. 

While it is true that up in New England they do strange 
things to which we of the backwoods are unaccustomed, such as 
eating pie for breakfast, salt on grapefruit, and speaking the 
king’s English “As she is supposed to be spoke,” yet I have 
found in my brief span of life, after coming in contact with 
some of these strange beings, that some of the best informed 
and high-class gentlemen that it has been my pleasure to meet 
were the New England traffic managers, and if the most of 
them are ex-railroad solicitors, then New England is indeed 
fortunate in having this -line of men at its command, for the 
average freight canvasser knows more and can ask more ques- 
tions in a minute than a Philadelphia lawyer could answer in 
a year’s time. If. they are so dumb as all of. that up on the 
east coast, then this should be a fertile field for some philan- 
thropist to start a traffic school. 

In closing, I would offer a suggestion that might not meet 
the approval of certain ones fostering the educational campaign, 
and that is to leave the question of a traffic man’s proficiency 
up to the man’s own employer, and I am sure that everyone will 
be well satisfied. Wish to also apologize for taking so much 
space, but felt the need of making myself perfectly clear in 
the contentions that I have raised and to defend the maledic- 
tions that I have brought down upon my defenseless head. 

G. E. Weldon, Traffic Manager, 
Scott-Mayer Commission Co. 
Little Rock, Ark., Aug. 23, 1927. 





It is unnecessary to answer Mr. Weldon at length. He still speaks 
of the educational committee of the Associated Traffic Clubs of 
America as being ‘“Shoneycombed” with members of the faculties of 
extension universities, when there is only one such on the committee. 
He criticises the fact that there are on the committee members of 
the faculties of other educational institutions. We should say their 
membership was an asset to the committee and the association. What 
is the objection to them? Moreover, the committee is well balanced 
with practical railroad and industrial traffic managers of repute. 
It is unfair to say that the motive of the associated traffic clubs is 
proved by the fact that the chairman of the committee is connected 
with a correspondence school or extension university. No one that 
we know of has been trying to show that a correspondence school 
can turn out a perfect traffic manager without practical experience. 
Certainly we have not taken that attitude and neither has the associa- 
tion of traffic clubs or its educational committee.—Editor The Traffic 
World. 


Editor The Traffic World: 

In almost every issue of publications which devote their 
columns to traffic and transportation matters we see discussed 
the advantages of special training and educational campaigns 
which are being put on by many industrial traffic organizations, 
as well as several correspondence schools of national fame. 
The carriers also show that they are interested in this subject. 

This truly is a day of high speed transportation and, in 
order to get results from the advantages the carriers now have 
to offer, it is necessary to have more than an ordinary idea of 
general transportation matters. For instance, one may be 
schooled in the methods of procedure before the governing 
bodies of the country and also familiar with the rate structure 
of his particular locality and of their relations to rates in gen- 
eral, yet he may not be able to render 100 per cent service 
to his employer for the reason that he has not studied local 
conditions. 

This knowledge cannot be obtained through the medium of 
books nor through correspondence, but must be gained by per- 
sonal contact and observation. Traffic men who really want 
results should personally meet and and endeavor to obtain the 
confidence of all carriers’ representatives with whom they come 
in daily contact, not only those who are higher in authority 
but all who are in any way connected with the terminal service. 
This includes yardmasters, yard conductors, trainmen, freight 
house foremen, rate, billing, and car clerks. 

It is interesting to note the little things that count, such as 
special switches, weighing service, transfer placements, and many 
other things which can be arranged when you need them quickly 
so that production may not be held up. 

The schedules of fast freight and express trains and their 
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connections to and from your city should also be general knowl- 
edge of a traffic department, in order that distant shippers may 
be advised just how to route important shipments to you to 
obtain the best and quickest service. 

These local details, of course, are only side issues, so to 
speak, but they are, nevertheless, important in the general scope 
of traffic work. 

Personally, I feel that a traffic man should avail himself of 
every opportunity to learn more of his profession and keep him- 
self well posted on the ever-changing rules and regulations of 
the Interstate Commerce Commission and the various state com- 
missions, as well as a working knowledge of the various laws 
governing traffic and rules of practice before the various com- 
missions. 

The writer has had eleven years of actual railroad experi- 
ence ranging from train service to freight agency positions 
and nine years of industrial traffic work, supplemented by a 
complete course in traffic management through La Salle, at Chi- 
cago, and has noted many important changes in the last few 
years as compared to the work ten years ago, thus illustrating 
clearly, to my mind, that there is need for up-to-date learning 
as well as a knowledge of the fundamentals of traffic work and 
rate structure as laid down years ago. 

In reading the different letters on this subject published in 
your paper, I note varied opinions as to the object of this move- 
ment and feel that, while the different correspondence schools 
and colleges will, no doubt, profit by increased enrollment, they 
alone are not originators of this idea which, to my mind, is 
intended to benefit all those now engaged in traffic work, as 
well as those who plan to enter this field. Personally, I am 
pleased that industry has recognized the fact that it needs com- 
petent traffic men and we who are employed in this work should 
prepare ourselves to merit this confidence. 

A. R. Bubb, Traffic Manager, 
Lycoming Manufacturing Co. 
Williamsport, Pa., Aug. 19, 1927. 


GOVERNMENT TRAFFIC DEPARTMENT | 


Editor The Traffic World: 

In your issue of August 13, page 372, there appeared a very 
interesting article in regard to a naval officer in the capacity 
of “coordinator for traffic” for the government; that the govern- 
ment paid to the carriers $200,000,000 annually and, until a few 
years ago, maintained no traffic organization and the naval 
officer is supplied with an assistant experienced in the work. 

Under the comptroller-general, there is the division of ac- 
counts located in the old pension building at 5th and G streets, 
N. W., Washington, D. C. On the third floor will be found the 
force that audits the transportation accounts of the government, 
both freight and passenger. 

Prior to five or six years ago, before this work ‘was con- 
solidated, there were auditors for each department of the gov- 
ernment, with their respective forces occupying offices in various 
buildings, except that the force of each auditor, working on 
transportation accounts, maintained offices in with the auditor 
for the War Department, in his division known as the “Trans- 
portation Rate Board.” This was done, apparently, because 
the work of the auditor for the War Department required a 
larger force and maintained a complete file of tariffs and division 
sheets. The writer worked on the transportation rate board 
for three years prior to June, 1920, and is qualified to express 
an opinion as to whether or not the government had a traffic 
department. 

The force on the transportation rate board is, or was when 
the writer entered the government service, in March, 1917, se- 
lected from the civil service list of those who had passed the 
examination for tariff clerk for the Interstate Commerce Com- 
mission. 

On all government traffic, land grant rates are applied. 
Through equalization agreements the carriers have on file, prac- 
tically all roads equalize with the lowest land grant route. 
This means that a complete set of the carriers’ division sheets 
must be kept on file to divide the earnings from which the land 
grant deductions are made. The land grant percentages, used 
by the government and all carriers, was compiled by one who 
is still in a minor capacity, though it required considerable re- 
search work going over the records of the original grants to 
determine the proper basis to apply. ; 

Technical traffic problems, not encountered in any com- 
mercial traffic department, in like manner or volume, are han- 
died in a manner that would surprise anyone believing the gov- 
ernment to be without a traffic department. The experience of 
years and years of faithful service, with a wide-awake force 
keeping abreast of the evolution of rates has been a safeguard 
to the government, saving Uncle Sam millions of dollars. To 
the writer’s knowledge a saving of more than three millions 
was effected in the collection of overcharges in one year, 
not considering a large potential savings in lining up the 
carriers in applying the proper rates to government shipments. 
This was done with a force of approximately thirty traffic men. 

Being comprised of clerks under the civil service regula- 
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tions, that are undiscovered by the outside world. They plod 
along, enduring the insults of the Blantons, etc., in Congress, 
hoping for deserved recognition, which has been theirs spar- 
ingly. They have, under a reclassification of salaries, been 
recognized to some extent, but this recognition is meager com- 
pared to their intrinsic value of the government. Several of 
these traffic men are graduates at law, having, at their expense 
and by stinting themselves and their families, graduated from 
colleges in the city of Washington attending the night classes. 

Now, along comes the news that the government has never 
until recently maintained a traffic department. Old Captain 
Hatch, who lost an arm in the second year of the Civil War 
and from 1863 until 1919, when he died, laboring diligently on 
the rate board for fifty-six years, serving his government honor- 
ably and faithfully, saving Uncle Sam millions of dollars, must 
turn over in his grave at the assertion. 

The writer spent ten years with the railroads as rate clerk 
in local offices, tariff compiler and chief clerk in general freight 
office. Besides the three years on the rate board for the gov- 
ernment, which he considers the best training of his career, 
he has been employed as traffic manager for a large mixed feed 
concern and ten years with traffic bureaus, of which, for the 
last four years, he has been engaged in operating his own 
bureau and as traffic manager for a paper mill. In this time 
he has met hundreds of traffic men, many through social con- 
tact and at hearings before the Commission. He has a wide 
acquaintance among traffic men, not only in the south, but in 
other parts of the country. Among his acquaintances there are 
none any better fitted to serve the government in a traffic capacity 
than some of these obscure traffic clerks who have devoted and 
are devoting their best efforts on behalf of their government and 
their many years of experience equipping them for deserved 
promotion. When the “higher ups” looked around for a man 
to be put in charge of a traffic department of the government, 
they select a “naval officer,” a man thoroughly familiar with 
the seven seas and who probably knows the difference between 
the Hula Hula dancer of Hawaii and the geisha girl of Japan, 
while overlooking completely a small force, some of whom are 
fully capable of serving the government to far better advantage. 

The writer left the government employ on account of the 
salary and the limited future offered. There are several on the 
rate board—been there for years—fully equipped to tackle traffic 
positions in the commercial field with salaries several tithes 
what the government gingerly pays them, but are hidden from 
public view. It takes their entire salary to support their fami- 
lies and, consequently, they never have enough money saved 
to branch out into other fields for themselves. No large com- 
mercial firm hears of their real merit or else there would be 
new men broken into the government service in their places. 

As to the assistant to the coordinator, a position that should 
reflect the executive as well as the thorough capable traffic 
ability of the individual, the selection might have been well 
made. The assistant might reflect the highest type of man 
fitted for the position. From his experience as stated in your 
article, it seems that his entire experience has been with the 
carriers. 


There are men on the rate board fully equipped to cope 
with the position, with the additional qualification of being 
thoroughly trained in the intricacies of government land grant 
rates and who have been trained in railroad work as well as in 
government work, but their misfortune in being so well hidden 
sentences them to a life of efficient energy wasted on behalf 
of their government. 


There is no doubt but that some of the government’s anti- 


quated methods could be revised, but it is no fault of the 
personnel of the rate board that these methods are employed 


POSITIONS WANTED OR OPEN 


EXPERT TRAFFIC MAN desires position with industrial traffic 
department; twenty-two years’ experience in express, railroad and 
industrial traffic work; now employed; age forty-two; married. Ad- 
dress U. V. E. 52, care Traffic World, Chicago, Il. 

















EXPERIENCED rate and traffic man now capably filling com- 
mercial position requiring knowledge rates, routes, data preparation, 
rate procedure, claims, etc., desires to make new connection; good 
reasons for change; twelve’ years’ experience; reasonable offer ac- 
eontable: ao reference. Address O. N. E. 54, care Traffic World, 

cago, 


We Bind The Traffic World 


Lio tk Ai a aE 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 
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CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. Telephone Harrison 3486 


Works: 
Hegewisch, Illinois}: 22s 5 5. CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Care 


DECATUR WAREHOUSE CO. 


J. M. Allen FIREPROOF’ oo onalShumate 


General Merchandise and Furniture Storage 
Switching From All Roads 
Lowest Insurance Rates. Pool Cars 


DECATUR, ILLINOIS 


805-825 North Morgan St. 


Merchandise Storage and Pool Car 
Geogsetteecers Distribution »ssse> 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


MEMBERS AWA O.WwW. A 


TERMINAL 


(BU/L OS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 
DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 









MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Raiiread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 
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THE TRAFFIC WORLD 


A Prominent Shipper Writes: 


‘‘We have been using your line for years and 
are using it now wherever possible, and you 
service could not be better. Your employes 
are the most courteous of any line we have ever 
dealt with, and we have less claims shipping 


over the Cotton Belt than any other line.”’ 
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St. Louis and Memphis Gateways 


TO AND FROM SOUTHEAST MISSOURI, ARKANSAS, 
LOUISIANA, TEXAS, THE GULF PORTS, ARIZONA, 
NEW MEXICO, THE PACIFIC COAST, INTERIOR AND 
EAST AND WEST COAST CITIES OF OLD MEXICO. 
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and it is logical to assume that men on the rate board are 
better qualified to know the shortcomings of the government 
methods than any outsider. 

Being in traffic work, and knowing by personal contact the 
merits of the real “traffic department” of the government 
prompted me to correct the apparent general impression that 
the government has not maintained a traffic department. 

Anyone can route government traffic when practically ‘all 
lines equalize with the lowest land grant route. 

J. H. Simpson, Manager, 
New Orleans Traffic & Forwarding Assn. 
New Orleans, La., Aug. 16, 1927. 


OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


Gains made recently in the full cargo markets have been 
well maintained in the last week. The current level of rates 
has remained practically unchanged, though shipowners have 
been holding their vessels generally for figures above the market 
for future fixtures. Shippers appear anxious to cover future 
commitments but have failed to follow up the advance, with the 
result that business has been comparatively full. 

The volume of ships appears sufficient for current require- 
ments. Shippers accordingly have encountered no special diffi- 
culty in getting space for prompt loading, as owners are willing 
to make concessions for ships now in position while at the same 
time they are holding for better prices for later dates. 

The fact that the outward River Plate market has held 
firmly at the higher-rates established recently has encouraged 
owners to await further advances in charters. The volume of 
business at the moment does not justify further increases, but 
brokers expect renewed activity at higher rates shortly when 
the autumn crops begin to move in larger quantities. A great 
number of export firms took advantage of the break in wheat 
prices last week to purchase grain for overseas shipment and 
they will soon be in the market for ship space. 

Aside from the grain trades, the full cargo markets have 
been dull, including coal, sugar, and time charters. A total of 
13 fixtures for grain from Montreal was reported during the 
week, many of them at slight advances above the figures of the 
previous week. The average rates paid were 14 cents per 100 
lbs. from Montreal to Antwerp-Rotterdam, 15 cents to Hamburg- 
Bremen, and 18% cenis to the Mediterranean, for October load- 
ing, with an average of about one cent lower for September 
loading. 

At the last meeting of the Pacific Coast Committee of the 
Intercoastal Conference the following rate revisions were adopted: 
carload rate on wrapping paper reduced from 60 cents to 55 cents, 
effective October 1; felts, in bales or boxes, minimum carload 
weight 10,000 Ibs., 75 cents and $1.10, effective August 15; cream 
of tartar and tartaric acid, in barrels or kegs, minimum carload 
weight 24,000 lbs., 60 cents and $1.10, effective at once; linen 
yarn, in cases, $1.75 any quantity, effective August 15. 

A decline is reported in offerings of westbound intercoastal 
cargo, but eastbound offerings continue in heavy volume, with 
lumber shipments well in the lead. The decrease in westbound 
movement is attributed to the rush of shippers to take advantage 
of the low rates prevailing before August 1 when the new tariff 
became effective. 

The following changes in rates on corn meal and flour to 
the West Indies are announced by the Bermuda & West Indies 
Steamship Co.: cornmeal to St. Kitts, Antigua, St. Lucia, 
Dominica, and St. Vincent, $1 per bag and 50 cents per half bag; 
to Barbados, 60 cents and 30 cents; flour to Guadeloupe and 
Martinique, 70 cents per bag and 35 cents per half bag. 

The motorship Crown City of the American India Line, oper- 
ated for the Shipping Board by the Roosevelt Steamship Co., 
cleared from Baltimore this week for Australian and Indian ports. 
This was the first direct sailing from that port for Australia in 
several years. 


With the sailing of the American steamer Carenco from Nor- 
folk on September 26, a direct freight service to France and Italy 
will be inaugurated by the Consolidated Navigation Co., agents 
at that port for the American Export Lines. The plan provides 
for monthly sailings from Norfolk to Marseilles, Genoa, Leghorn 
and Naples. 


J. A. Torregrossa, manager of the West Indies department 
of Lykes Bros. Steamship Co., stated on his return from the 
islands that an effort is to be made to restore the coffee import 
movement from Porto« Rico through Galveston. 


Following the announcement of an increase of ten shillings 
in the rate of insurance on Indian jute goods to the River Plate, 
a move is being made by British underwriters for an increase 
on similar shipments to United States ports. The suggestion 


for an advance is based upon the number of losses from fire 
and other causes on cargoes of this kind. 

The rate on rubber from Singapore to the Pacific Coast has 
been reduced from $13.50 per 40 cubic feet to $15 per 50 cubic 
feet, the equivalent of $12 a ton measurement. A plan now being 
discussed is to remove the Straits Settlements - Pacific Coast 
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rates from the jurisdiction of the trans-Pacific freight bureau of 
Hong Kong and to form a separate conference at Singapore. 

A commission has been appointed by the Portuguese Mip. 
ister of Commerce to study modification of port charges at Lisbon, 
It is pointed out that since 1914 the numerous harbor, landing 
lighthouse, pilotage, maritime police and other charges of the 
port have been increased from five to nine times and that the 
present charges constitute an undesirable burden on shipping. 
Under the present system eight ministries and in some Cases 
several sub-divisions of ministries enact regulations governing 
these charges. 

The 50 per cent increase in tonnage dues at Chinese ports 
controlled by the Nationalist Government, which was effective 
July 11, has been reduced to 25 per cent. The proposal of the 
trans-Pacific lines to increase rates to offset the advance has 
been held in abeyance pending the joint conference meeting in 
Denver next month. 


MARITIME EXCHANGE ANSWERS 
The Trafic World New York Bureay 


Charges made by T. V. O’Connor, chairman of the Shipping 
Board, that foreign interests had inspired the criticism of the 
board contained in a resolution drawn up by the New York 
Maritime Exchange, and addressed to Senator Jones, were met 
with a denial by John Dowd, president of the exchange, who 
said the point at issue was not the source of the report, but 
whether or not the statements in the resolution were facts. 
Said he: 


Those familiar with the Maritime Exchange board of officers and 
its membership know full well that there is no foreign interests in its 
affairs, as it has in its membership representatives of corporations 
with a capital of approximately $3,000,000,000, which are owners of 
American ships. The point at issue is not the source from which the 
report emanated, but whether or not the statements contained therein 
are facts. We believe them to be true and we have every confidence 
in their accuracy. 

The Maritime Exchange is and always has been especially desirous 
of the maintenance and operation of an adequate American merchant 
marine under private ownership. It is greatly to be regretted that 
Mr. Herbermann and Mr. Frick do not view with favor the report sent 
to Senator Jones and have seen fit to tender their resignations as 
members of the association. We have no controversy with Chairman 
O’Connor and the object of the report was simply a presentation of 
the facts as we view them, in response to Senator Jones’ request. 


Mr. Dowd pointed out that the resolution was addressed to 
Senator Jones, chairman of the Senate Committee on Commerce, 
who had requested the views of the Maritime Exchange on the 
subject of the further development of the American merchant 
marine. The letter from Senator Jones was referred to the 
Exchange’s committee on steamship affairs for consideration and 
a report was made at a regular meeting on August 10. The 
report was then approved by the directors and forwarded to 
Senator Jones. 


OCEAN CARRIER AGREEMENTS 


The Shipping Board has issued a report in Ex Parte 4, an 
inquiry under section 15 of the shipping act as to the filing of 
agreements made by carriers subject to the act. and has 
adopted a resolution embodying regulations as to the filing of 
agreements with the board that will become effective Sep- 
tember 1. 

Section 15 of the shipping act provides that a carrier sub- 
ject to the act shall file immediately with the board a true 
copy, or, if oral, a true and complete memorandum of “every” 
agreement with another such carrier, or modification or cancel- 
lation of such agreement, to which it may be a party or co2- 
form in whole or in part, fixing or regulating transportation 
rates or fares, giving or receiving special rates, accommoda- 
tions or other special privileges or advantages; controlling, 
regulating, preventing, or destroying competition; pooling or 
apportioning earnings, losses or traffic; alloting ports or re 
stricting or otherwise regulating the number and character of 
sailings between ports; limiting or regulating in any way the 
volume or character of freight or passenger traffic to be car- 
ried; or in any way providing for an exclusive, preferential, or 
co-operative working arrangement, according to the board’s re- 
port. The section further provides for approval or disapproval 
of such agreements by the board. 


The inquiry was instituted “owing to the divergence of 
practice by conference carriers as to the character of material 
submitted for the board’s attention,” and to determine the mean- 
ing of the word “every” in section 15. One hundred and nine- 
ty-two carriers having membership in forty-three active col- 
ferences were named respondents. 

After reviewing the practices followed in connection with 
the filing of agreements heretofore, the board set forth its 
“conclusions and decision” as follows: 


In the nature of transportation by water, it is manifest that con- 
ference agreements within the purview of section 15 are those where- 
by the carriers propose to be governed in their-conference activities 
as to matters specified in the first paragraph of that section. Agree- 
ments arrived at by conference carriers providing for fixing or resU- 
lating transportation rates or fares, and the other matters specified, 
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and agreements modifying or cancelling such agreements are within 
the meaning of section 15. By that section, the burden of filing copies 
or memoranda of all such agreements is put upon the carriers, and 
performance under them is unlawful until they have received board 
approval. Such agreements are to be distinguished from the routine 
of conference activities. 

As contended by conference representatives in this proceeding, 
a too literal interpretation of the word “every” to include routine 
operations relating to current rate changes and other day-to-day 
transactions between the carriers under conference agreements would 
result in delays and inconvenience to both carriers and shippers. The 
usual though not invariable practice followed by conferences of send- 
ing the board copies of minutes of their meetings and of circulars 
and tariffs as issued to the members, which contain references only 
to routine arrangements for the carriers’ record and guidance and 
not imposed by section 15, is not to be regarded as a filing under 
section 15, but as information on conference activities. By section 
21 of the shipping act the board of course has authority to require 
the submission of such information, if needed in the administration 
of its regulatory duties; but no exercise of that authority in this con- 
fection has been evoked. 


The regulations effective September 1, headed “Section 15 
Agreements,” follow: 


Copies or memoranda of section 15 agreements, modifications or 
cancellations thereof required to be filed should be accompanied by 
a letter stating that they are offered for file in compliance with sec- 
tion 15 of the shipping act, 1916, specifically requesting the board’s 
approval and addressed as follows: United States Shipping Board, 
Bureau of Regulation, beaten i D. C. 


Agreements between carriers by water subject to the jurisdiction 
of the board under section 1 of the shipping act which relate to one 
or more of the following subjects must be filed and unless they do 
relate to such subjects, need not be filed: 

(a) Fixing or regulating transportation rates or fares; 

(b) Giving or receiving special rates, accommodations or other 
special privileges or adyantages; 

(c) Controlling, regulating, preventing or destroying competition; 

(d) Pooling or apportioning earnings, losses, or traffic; 

(e) Alloting ports, restricting or otherwise regulating the number 
and character of sailings between ports; 

(f) Limiting or regulating in any way the volume or character 
of freight or passenger traffic to be carried; 

(g) In any manner providing for an exclusive, preferential or co- 
operative working arrangement. 


All copies or memoranda of agreements, modifications or cancel- 
lations thereof submitted for the board’s approval under section 15 
shall clearly show (preferably in the opening paragraph) their nature, 
the parties, ports and subject matter in detail, and reference to any 
previously filed agreements to — they may relate. 


Performance under a section 15 agreement, modification or can- 
cellation thereof is not authorized until the board has expressly ap- 
‘proved it. 5 


The practice of assuming approval of the board of copies of 
minutes of meetings, circulars and tariffs before the board has for- 
mally ruled thereon is no longer sanctioned; without prejudice, how- 
ever, to protection and rights — ee acquired under that practice. 


Statements of routine arrangements for carrying out authorized 
agreements will not be accepted for formal filing by the board but 
may be received as information. 


INTERCOASTAL PORT RATES 


The Traffic World New York Bureau 


Commercial rivalry among the Atlantic ports, which has 
taken form in numerous disputes before the Shipping Board and 
the Interstate Commerce Commission in recent years, has arisen 
again in the letter written by G. H. Pouder, director of the 
Export and Import Bureau of the Baltimore Association of Com- 
merce, who acted as chairman at a joint meeting of representa- 
tives of Baltimore, Philadelphia, Norfolk, Newport News and 
Portsmouth, to R. C. Thackara, chairman of the United States 
Intercoastal Conference. This charges that elimination of port 
differentials by application of Rule No. 8 of the conference, 
known as the port equalization rule, is discriminatory and preju- 
dicial. It is indicated that in the event the conference refuses 
to modify or repeal the rule, the ports concerned will make an 
appeal to the Shipping Board. 

The rule, briefly, permits members of the Intercoastal con- 
ference to absorb in their water rates the rail differential now 
enjoyed by those ports under New York. The effect is to place 
these Atlantic ports on an equality in soliciting traffic from the 
interior for intercoastal shipment. The mid-Atlantic ports con- 
tend that ignoring the rail differentials is in violation of the 
shipping act of 1916 and they appear to count upon the support 
of the Shipping Board in their claims. In this connection, it 
should be remembered that two years ago the Shipping Board 
outlawed the tariffs of the Atlantic conferences providing lower 
rail-and-water rates from the interior via the North Atlantic to 
Europe than via Gulf ports. The board upheld the principle of 
equality of ports and authorized new tariffs allowed the Gulf 
ports to equalize rates. Steamship men in New York do not see 
how the board, under this precedent, can uphold the arguments 
of the mid-Atlantic interests. Meanwhile it is expected that the 
intercoastal conference will hold a hearing on the issue as raised 
by Mr. Pouder. The communication to the conference reads as 
follows: 


That in the opinion of the meeting the port equalization rule of 
the United States Intercoastal Conference is discriminatory and preju- 
dicial in its effect on ports now enjoying legal rail differentials apply- 
ing from interior territory to the Atlantic seaboard; 






That the port equalization rule, through its provisions, nullifies 
and cancels the differential rate structure of the North Atlantic ports 
instituted and many times affirmed by the Interstate Commerce Com- 
mission, and that favorable rail differentials resulting to certain ports 
therefrom have been viewed by the Commission as natural and just 
advantages due to geographical relationship to the interior and other 
causes; 

That the port equalization rule is contrary to the letter and spirit 
of the United States Shipping Act and the various differential decisions 
of the Interstate Commerce Commission, and is in violation of Sec- 
tion 16 of the United States Shipping Act of 1916, as amended, making 
it unlawful for any common carrier by water to subject any particular 
locality to any undue or unreasonable prejudice or disadvantage; 

_. That the ports whose differentials are thus eliminated by the port 
differential rule, working under the natural advantages created by this 
rate structure, have built up an important and valuable westbound 
intercoastal cargo traffic and that this traffic is seriously endangered 
by the operation of the port equalization rule of the United States 
Intercoastal Steamship Conference. 

In view of the situation as described above, I am instructed by the 
meeting of port representatives respectfully to take such official action 
as is required to cancel and annul the port equalization rule referred to, 

I am instructed further by the meeting to petition you, as Chair- 
man of the United States Intercoastal Steamship Conference, in the 
event that the above request for cancellation of the port equalization 
rule is not granted by the conference, to extend the representatives 
of the ports adversely affected the courtesy and privilege of an appear- 
ance before a full session of the United States Intercoastal Conference 
at which time the protest of these ports against the port equalization 
rule may be presented. 

I may add that the interpretation bulletin, issued by the confer- 
ence as applicable to the port equalization rule, was read at the meet- 
ing referred to above, as well as the circulars issued to shippers by 
traffic representatives of member lines of the conference, pertaining 
to the application of this rule. During its session on August 16, 1927, 
the meeting also was advised that up to that time the port equaliza- 
tion rule of the conference had not been submitted to the United 
States Shipping Board for approval, under Section 15 of the United 
States Shipping Act, as amended. 

‘ I am also in receipt of the Shipping Board’s conclusion and decision 
in the matter of its Section 15 inquiry, which decision is dated 
August 16, 1927, and makes unlawful the performance by water car- 
riers under a Section 15 special agreement, until such special agree- 
ment is filed with and approved by the United States Shipping Board. 

By regular action the meeting decided to submit the above petition 
for cancellation of the rule, or, failing that, for a hearing before the 
United States Intercoastal Steamship Conference, before proceeding 
to a formal complaint before the United States Shipping Board, and 
taking such other protective measures as appear justified by the 
existing situation. 


OCEAN AGREEMENT APPROVED 


The Shipping Board has approved an agreement among lines 
of the Gulf Intercoastal Conference covering both westbound 
and eastbound traffic between Gulf ports and Pacific coast ports, 
via the Panama Canal. The agreement is designed to promote 
cooperation among the carriers. The lines involved are the 
Gulf Pacific Line, Inc., the Luckenbach Steamship Co., Inc., the 
Redwood Line, and the Transmarine Corporation. 


WATER RATE ON PAPER TOWELS 


The Shipping Board has dismissed the complaint in No. 
35, Dobler & Mudge vs. Panama Rail Road Steamship Line, on 
a finding that the rate of the respondent carrier applicable to 
shipments of paper towels from New York to Cristobal was not 
shown to be unjust or unreasonable in violation of section 18 
of the shipping act, as alleged. The rate charged was 15 cents 
per cubic foot. 


GARLAND LINE FLEET SOLD 


An important transaction involving privately owned Ameri- 
can flag tonnage was consummated when stockholders of the 
Garland Steamship Line ratified the sale of the company’s fleet 
of six freighters to Moore and McCormack. The price was not 
disclosed, nor was the future operation of the ships. 

The six freighters which changed ownership are the Albert 
Jeffress, Carolinian, Edgar Bowling, George Allen, James B. Duke, 
William Campton and William Perkins, aggregating 38,537 gross 
tons. The Albert Jeffress, now in New York, will be taken over 
immediately by the new owners, and the remaining five will be 
delivered upon arrival. It is expected that full delivery will be 
completed early in October. 


SHIPPING APPROACHES STABILITY 


The present outlook for shipping appears to justify a spirit 
of optimism, according to A. E. Sanderson, of the transportation 
division of the Department of Commerce. Fundamentally, says 
he, the industry has made substantial progress toward stability. 

“Oversea trade has increased steadily, if but slowly, in vol- 
ume,’ says Mr. Sanderson in a review of the ocean shipping 
situation. “Only a relatively small amount of tonnage remains 
to be absorbed into trade, and if the output of is not inflated, 4 
balance between ships and cargoes will soon be restored. 

“It does not seem probable, however, that a high degree 
of prosprity will be attained in the near future. The economic 
rehabilitation of Europe is proving to be a tedious process. 
Consequently the oversea trade of that region, upon which ship- 
ping in general so largely depends, may only be expected to 
expand gradually.” 

Mr. Sanderson’s review continues as follows: 





Shipping laid up throughout the world continued to decrease 
during the first half of 1927, apparently, due in considerable degree 
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THE TRAFFIC WORLD 


“The HOME RUN” 


A freight train that packs 
the big wallop every day * 7 






Waar do you look for first in the morn- 
ing paper? 


We don’t know, of course. But we’ve 
got a thin dime that says you turn to 
see which of the two great New York 
Yankee sluggers socked the apple into 
the stands in yesterday’s game. 


That’s a great show that the Sultan 
of Swat and his teammate are putting 
on for the folks. But listen to this! 


Here’s a home run that’s made every 
day—whether the grounds are as wet 
as the proverbial fish or whether the 
sun decrees clear blue skies. Rain, fog, 
hail or shine ““The Home Run,” a roar- 
ing Pennsylvania “TRS”, packs the 
big wallop once in every 24 hours. 


“PTHE HOME RUN” carries empty 

tank, refrigerator, and stock cars 
from the Eastern Seaboard back to 
Chicago. Daily this freight train pulls 
out of Jersey City to begin its dash to 
the big town on Lake Michigan. And 
all along the line ““The Home Run” 
receives the attention that keeps the 
famous freights of the Pennsylvania 





a 


regularly and dependably on their 
schedules. 


“Back Home and Broke?” 
Well, that’s hardly fair... 


Maybe a “TRS” does seem a bit like 


Here are some other named 
Pennsylvania freight trains 
whose regular on time arrivals 
have earned them distinctive 
names: 


**THE MASCOT” 
Merchandise 


Chicago to Pittsburgh 


‘*THE EAGLE’”’ 
Perishable — Merchandise 
Cleveland to Seaboard Cities 


‘““THE HUMMER” 
Merchandise 
Pittsburgh to St. Louis 








“THe Home RuN”’ is one of the most important trains in 
the great fleet of 60 named Pennsylvania freights that have set remark- 
able records for regularity and dependability of on time arrival 


an old soldier returning from the wars, 
going home broke. But the prompt and 
dependable return of these “empties” 
is of greatest importance. It saves pe- 
troleum shippers many thousands of 
dollars that would otherwise be spent 
for more cars. For after an Eastern 
consignment has been delivered they 
are able to load the same cars again in 
a few days. Likewise refrigerator cars 
are again ready to make up caravans of 
riches for the Seaboard, and stock cars 
can be put back to work hauling their 
four-footed passengers to the markets 
of the Coast. 


Just as the great slugger of the New 
York Yankees has a rival who is push- 
ing him hard for honors, “The Home 
Run” has a companion train in “The 
Refiller” whose home plate is St. Louis. 
These two famous “TRS” trains are 
neck and neck in on time performance 
records. And splendid cooperation from 
the train crews and the men along the 
line who watch over their journeys has 
made them two of the most dependable 
trains in the Pennsylvania freight ser- 
vice. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
































































































































to a normal growth in the volume of oversea trade. An important 
contributory factor, however, was the widespread employment of 
shipping which arose from the accumulation, in producing countries, 
of unusually large stocks of grain and other commodities. This accu- 
mulation was occasioned by the concentration of shipping in the ab- 
normal coal-carrying trade between the United States and Great 
Britain,« which existed during the latter half of 1926 as a result of 
the British coal strike. 

Idle shipping throughout the world aggregated only 3,968,000 gross 
tons on 4 1, 1927, and was 2,118,000 tons or 35 per cent less than 
on July 1, 1926. Reductions in the fleets laid up in the United States 
and in Great Britain were largely the cause of this decrease, which 
establishes a new low post-war record. In the United States on July 
1 there were 2,904,000 gross tons of idle shipping, which was 853,000 
gross tons or 22% per cent less than a year earlier. In Great Britain 
there were on July 1, 621,000 gross tons of idle shipping, which was 
652,000 gross tons or 51 per cent less than on July 1, 1926. 

The world’s supply of shipping increased slightly during the year 
ended June 30, 1927. On that date the seagoing steel and iron steam 
and motor vessels of 100 gross tons and over aggregated 59,612,000 
gross tons, which amount was 496,000 tons or nearly 1 per cent more 
than a year earlier and 17,098,000 tons or 40 per cent more than in 
1914. The fleets principally affected were those of Germany and Italy, 
the former being augmented by 262,000 tons or 8% per cent and the 
latter by 248,000 tons or 8 per cent. In contrast to the general trend 
there was reductions in the fleets of Great Britain and Ireland and 
the United States, 82,000 tons and 180,000 tons, respectively. 


COMMUNICATION AND TRANSIT 


William H. Bonneville, attorney of the Commission; Chauncy 
G. Parker, counsel for the Shipping Board, and Norman F. Titus, 
chief of the transportation division of the Department of Com- 
merce, are assisting Hugh R. Wilson, American minister to 
Switzerland, at the third general conference on communications 
and transit that convened at Geneva, Switzerland, August 23, 
under the auspices of the League of Nations, according to an 
announcement by the Department of State. Mr. Wilson repre- 
sents the United States at the conference, and the other named 
are acting as technical advisers. The State Department said 
the conference would not draw up international conventions, 
but would consider a plan for the collection and exchange of 
information in regard to communications and transit. 


PHILIPPINE SHIPPING 


Conditions in Philippine inter-island shipping have been un- 
satisfactory, but it has been impossible to interest the legis- 
lature in remedial legislation, according to the annual report of 
the late Leonard Wood, governor-general of the Philippines, 
made public by the Secretary of War. 

“The ships in use are too few in number and generally 
obsolete in type,” said the report. “Efforts have been made to 
secure authority from the legislature for long established ship- 
ping companies to replace ships lost during the war, but without 
success. The present law forbids any shipping company, not 
owned by American or Filipino capital, to place any new ship 
in service or to replace any that are lost. The freight rates 
are so high that the economic development of the more remote 
districts is seriously crippled. This condition is being met in 
some degree by the opening of additional ports of call for for- 
eign and American shipping, which enables shippers to send 
their products direct to foreign markets without the necessity 
of costly transshipment to Manila.” 


NAMES OF VESSELS CHANGED 


The Oregon Steamship Company has obtained consent of 
the Shipping Board to change the name of the vessels, Western 
Glen and Westmead to Willwello and Yillanglo, respectively. 
The company recently purchased the vessels from the board, 
which holds mortgages on them. 


SHIPPING RESEARCH PROGRAM 


Chairman O’Connor, of the Shipping Board, has announced 
completion of arrangements between the bureau of operations 
of the board and the transportation division of the Department 
of Commerce whereby the two agencies will engage in a joint 
program of research into ocean shipping and related subjects. 
The plan calls for study of foreign ports, cargo handling, pack- 
ing, cargo stowage, compilation of laws, rules and regulations 
with reference to shipping, census of foreign warehouses, in- 
cluding their facilities, charges, etc., and also the development 
of regular reports on bunkering facilities throughout the world. 
It is planned to issue reports on each of approximately 60 lead- 
ing foreign ports, and other ports will be covered in combined 
reports. The results of the research will be embodied in pam- 
phlets to be issued by the two bodies. 


ST. LAWRENCE WATERWAY PROJECT 


“Emphatic and unqualified denial is hereby given to the 
statement, which has recently been circulated, that the National 
Rivers and Harbors Congress ‘is now squarely behind the pro- 
posal to improve the St. Lawrence River,’” said S. A. Thompson, 
secretary of the congress, in a statement. 

“If it should be said that the congress is opposing the im- 
provement of the St. Lawrence River, an equally emphatic and 
unqualified denial of that statement would also be made.” 

Mr. Thompson explained that the congress advocated a pol- 
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icy and not a project and that it did not take sides either for 
or against any project. Its position toward the St. Lawrence 
project and all other waterway projects is that of “entire 
neutrality,” according to Mr. Thompson. 

Members of the congress in one part of the country favor 
the St. Lawrence project, while members in other parts of the 
country oppose it, according to the statement. 

“If the congress should take sides either for or against any 
project, it would break faith not only with all those who support 
it now, but with all those who have supported it during the last 
twenty-six years—and it would no longer be worthy of support 
by anyone,” said Mr. Thompson. 


PARCEL POST REGULATION 


The Post Office Department has been advised that the Pan 
American Principal and Parcel-Post Conventions of Mexico have 
been made effective in Chile and in the Dominican Republic. 


NAMES OF PARCEL POST SHIPPERS 


“It has been brought to the attention of the department 
that some postmasters are furnisihng to commercial insurance 
companies, or their agents, lists of large parcel post shippers,” 
says John H. Bartlett, first assistant Postmaster-General, in a 
statement to the officers and employes of the postal service. 

“The furnishing of such lists is absolutely prohibited and 
is in violation of section 508 of the postal laws and regulations. 
= _ future all requests for such lists will be answered accord- 
ng ie” 


AIRPLANE-SHIP SERVICE 


The attempt of the Navy Department, working in coopera- 
tion with the Post Office Department and the Shipping Board, to 
deliver mail by airplane to the Leviathan, August 21, did not 
succeed. The navy plane carrying the mail was forced to return 
to land, on account of fog, without sighting the Leviathan. (See 
Traffic World, August 20, p. 434.) 


AIR COMMERCE PLANS 


The program of the aeronautics branch of the Department 
of Commerce provides for the establishment of lighting facilities 
on 3,400 miles of airways in the next year, according to a state- 
ment issued by the department. 

“The airways are lanes between airports and have inter- 
mediate landing fields 30 miles apart and electric revolving 
searchlight beacons approximately 10 miles apart for the safety 
of airplane flight at night,” says the department. “Airways 
extension superintendents lay out the airways, select and lease 
the intermediate fields and beacon sites. The sites are leased 
for periods of about five years. 

Installation of 22 beacons and 7 intermediate fields from 
Los Angeles to Apex, Nev., covering 278 miles on the Los 
Angeles-Salt Lake airway, is nearing completion. Work is in 
progress covering installation of beacans and intermediate fields 
on the Dallas-Chicago airway and bids have been opened for 
the construction of 25 beacons and 6 intermediate fields between 
Chicago and La Crosse, Wis., covering about 260 miles of the 
Chicago-Twin Cities airway. 

Survey of the Atlanta-New York airway is progressing rap- 
idly, with the sections between Atlanta and Greensboro and 
Richmond nearing completion. Survey of the Los Angeles-San 
Francisco section of the Los Angeles-Seattle airway is nearing 
completion, and survey of the Salt Lake-Boise section of the 
Salt Lake-Pasco airway has been begun. The survey on the 
Boise-Pasco section of the latter airway has been completed. 

Proposals will be issued shortly for installation of 27 bea- 
cons and 2 intermediate fields covering about 270 miles of 
airway from New York to Richmond, on the Atlanta-New York 
airway; of about 24 beacons and 7 intermediate fields covering 
234 miles on the Boise-Pasco section of the Salt Lake-Pasco 
airway, and of about 32 beacons and 8 intermediate fields cov- 
ering 400 miles of airway between Los Angeles and San Fran- 
cisco on the Los Angeles-Seattle airway. 


GREAT LAKES SURVEY 


Major General Edgar Jadwin, chief of engineers of the Army, 
has returned from an inspection trip of harbors on Lakes Michi- 
gan and Huron. He visited more than thirty harbors. He said 
he found government work progressing satisfactorily and that 
the benetfis of water transportation were much in evidence in 
the lakes region. 

The last river and harbor act authorized an examination and 
survey of connecting channels and harbors of the Great Lakes. 
Before making his recommendations for new work to be under- 
taken by the government, General Jadwin desires to visit as 
many of the harbors as possible. The various members of the 
board of engineers for rivers and harbors will, under present 
plans, make trips on lake freighters in order to familiarize them- 
selevs with existing conditions on the lakes. 
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JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
OMS Vesliel demei\) Colac) a Malle! 40 cl-a Orta ley. to MEDIC ia atoletateye| 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. ens wagyerderene 


GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 

DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage —— oe 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


* With Care, Speed 
and Courtesy 
MEMBER A. W. A. 


MERCANTILE ST ORAGE & WAREHOUSE CO. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 
Storage — Forwarding — Distribution — Cartage 
Space leased for Private Warehouse, Office and eo Sete 
Desk Space with Desk and Office Service Ren 


We can serve you in seme capacity in Los Angeles or pail Francisco 
and would suggest that you complete your cw by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 
731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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PHILADELPHIA, PA. |UNION TRANSFER CO. 


Daily Delivery Service in Philadelphia and to 250 Surrounding 
Towns at Lowest Minimum Delivery Charges 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


DECATUR 
ILLINOIS 


— GalicMe aan Teli 
‘WAREHOUSES — <clivers LG Freught 
DECATUR, ILLINOIS a cao er St. Lowes 
DISTRIBUTION 4~o WAREHOUSING 





DENVER, COLORADO 





FIREPROOF bg py ON TRACK 

to Warehouse. in the DISTRIBUTION of 
car shipments. had. rate 15c. Negotiable Warehouse 
The Weicker Transfer & Storage Company 


HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 
The Largest and Finest Hotel in the State 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ase’t Manager 





Established 1867 
1004-26 Spring Garden St. Phone Popular 6210 
E. H. ROE, General Manager 






































































































































Questions and Answers 


In this department w'll be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law * 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may ap to us unwise to answer 
or that Saverves a - aa too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
oa 


’ Bills of Lading—Surrender of Order Notify 


Kentucky.—Question: We made shipment car feed to party 
in Missouri, same being shipper’s order, sight draft, bill of lading 
attached. Car arrived at destination, freight charges paid by con- 
signee and delivered by carrier upon bond in lieu of original bill 
of lading, although draft with bill of lading attached was in 
bank at time of delivery; in fact, draft was in bank several 
days before car arrived. Consignee decided that feed was not 
up to standard and wired us car refused and draft was being 
returned. Is carrier liable for full amount of our draft, or is 
the bank liable for not collecting sight draft when draft arrived 
at bank? ‘ 

Answer: A carrier cannot relieve itself of its liability on 
its bill of lading to the shipper by taking an indemnity bond 
in lieu of the bill of lading and delivering the goods to one who 
is not entitled to them without producing and surrendering the 
bill of lading. Harwood-Bailey Manufacturing Co. vs. Ill. Cent., 
74 Southern 569. A carrier who delivers, goods without requir- 
ing the surrender of an order notify bill of lading is liable in 
conversion for the full value of the goods. 

A bank which undertakes to collect paper is bound to keep 
within the authority conferred upon it, and if special instruc- 
tions have been given, these must be followed. However, the 
ordinary duty of a bank receiving a paper for collection extends 
no further than to make proper demand of payment. The bank 
is not liable for a failure to collect where the failure is not due 
to its negligence. 

Weights and Weighing ' 

Michigan.—Question: On page 260 of the July 30, 1927, 
Traffic World, under the heading of “Maryland,” I note the very 
valuable information set forth by you, but it seems to me that 
this is more or less misleading and not to the point. 

In asking the question in the next to the last paragraph, it 
is stated “In view of the fact that the tare at point of origin 
was lighter than what we obtained, the dirt and clay must have 
been loaded with the pig iron. Incidentally, the delivering line 
is willing to pay their prorated portion of the claim, but the origin 
line contends they are entitled to freight charges on the heavier 
loading. In other words, they feel that we should pay for the 
clay and dirt in the car, while we contend that this is not fair.” 

They admit that the dirt and clay must have been loaded 
as a part of the pig iron and, as such, they should certainly 
pay revenue thereon. The matter of unclean cars and refuse 
remaining after unloading which may or may not be incidental 
to shipments of scrap iron and similar commodities especially, 
is such a bugbear to the overcharge claim man that I fear your 
answer may create a wrong impression. 

Answer: In answering the question to which you refer we 
apparently understood that the dirt and clay were in the car 
at the time the pig iron was loaded. 

If, however, the dirt and clay were loaded into the car 
along with the pig iron, we agree with you that the freight 
should be assessed upon the entire amount loaded into the car. 


Tariff Interpretation—Application of Combination Rule to Mixed 
Carload of Wall Plaster and Plaster Boards 

Alabama.—Question: We would greatly appreciate any rul- 
ing you may have at hand, or your opinion, with regard to the 
following tariff interpretation: A mixed carload of wall plaster 
and plasterboard moves from Acme, Tex., to a point in South- 
eastern territory. No through rates being in effect, combination 
rates apply... The rate on the mixture, point of origin to Mem- 
phis, Tenn., is 20% cents per hundredweight, the mixture being 
specifically provided for in item 10 of Southwestern Lines’ I. 
C. C. 1933, which publishes the rate. 

In Southeastern territory no provision is made for the ship- 
ment of wall plaster and plasterboard in mixed carloads in the 
tariffs any further than in Exceptions to Southern Classification 
at page 5, item 32, which reads, in part: 


Plaster, wall, and plaster board, mixed carloads; the carload rate 
and actual weight shall be charged on each of the commodities includ- 
ed in such mixture subject to the highest carload minimum weight 
on any article in the shipment. The defect, if any, required to make 
up the minimum weight shall be charged for on basis of the highest 
rate on any article included in the shipment. 
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For the purpose of illustration we will assume there is 
30,000 pounds of each commodity in the mixture; there is a 
through rate published on plaster in straight carloads of 28% 
cents per hundredweight. The combination rate on plaster, in 
mixed carloads with plasterboard, by the application of Jones’ 
228, makes the same rate as the through rate applying on plas- 
ter, straight carloads. In your opinion, is Jones’ 228 applicable 
on the plaster in mixed carloads; if not, is the through rate 
as published on straight carloads applicable when mixed with 
plaster board? It is contended that, in mixed carloads the 
straight combination as published on plaster without the ap- 
plication of the combination rule must apply. 

Answer: In our opinion, the combination rule is applicable 
only to straight carloads of plaster, this by reason of the fact 
that Agent Jones’ Tariff 228, I. C. C. U. S. 1, is not applicable 
on plaster boards. 

Both the commodity item which names the mixed carload 
rate to Memphis and the provision in Agent Dulaney’s I. C. C. 
No. 21 for a basis for rates on mixed carloads of wall plaster 
and plasterboard, provide a basis for mixed carloads of these 
two articles, which is contingent upon the application of the 
rate specified to a mixed carload and not some other rate for 
which there is no authorization for its use so far as a mixed 
carload of wall plaster and plasterboard is concerned. In other 
words, if the combination rule is applied, a rate other than that 


authorized by the mixed carload provisions of the tariff naming 


the rates east and west of Memphis would be applied on a 
shipment; that is, the straight carload rate would be ‘applied 
on that portion of the shipment consisting of wall plaster, for 
which there is no authorization, in our opinion. 
Inspection—Liability of Carrier for Unauthorized 

lowa.—Question: On interstate carload traffic covered by 
shipper’s order bill of lading, what is the carrier’s legal responsi- 
bility when inspection is permitted without consent of consignor? 
The bill of lading did not carry a clause permitting inspection 
and we understand destination carrier permitted inspection be- 
fore bill of lading was surrendered, and without obtaining per- 
mission for such inspection from the consignor. 

Answer: Viewing the order bill of lading provision regard- 
ing inspection strictly as a contractual provision between the 
carrier and consignor, it would seem that the carfier should 
be liable in damages for a loss proved to have resulted from 
its violation of the provision of the order bill of lading respect- 
ing inspection by the order-notify party, although we can locate 
no cases so holding. 


It has, however, been held that the carrier is not liable in 
conversion for the value of goods because of an unauthorized 
inspection. See Hines vs. Scott, 248 S. W. 663; Ernest vs. 
D. L. & W., 1384 N. Y. S. 322, and cases cited therein; Elm City 
Lumber Co. vs. A. C. L., 88 S. E. 189; Quinn-Shepardson Co. vs. 
Great Northern Ry. Co., 169 N. W. 422; Plumb vs. Bridge, 113 
NN. Yi. S88. 


Furthermore, in view of the provisions of the statutes of 
certain states which, as we understand, accord the consignee 
the right to inspect an order-notify shipment, regardless of the 
bill of lading provision, and when taking into consideration the 
right of inspection which the consignee possesses, under the 
decisions in such cases as Thick vs. Detroit U. & R. Ry. Co., 
101 N. W. 67 (Mich.); A. Newmark & Co. vs. Smith, 146 Pac. 
1064 (Calif.); Imperial Products Co. vs. Capitol Chemical Co., 
176 N. Y. S. 49; Whitney vs. McLean, 38 N. Y. S. 793, depending 
upon the terms of the contract of sale, it is doubtful whether 
the carrier may lawfully enter into a contract with the con- 
signor, such as it apparently does under the order-notify bill 
of lading provision, in contravention of the rights of the con- 
signee, although its action in this respect, it may be argued, is 
justified on the ground that it may properly enter into such 
a contract with the consignor, in the absence of special notice 
of the rights of the consignee in a particular instance, and that 
the right of the consignee must be asserted against the con- 
signor and not the carrier. 

See, in this connection, Hines vs. Scott, 248 S. W. 663, in 
which case the court, in a lengthy decision, reviews the law on 
this subject. On page 667 the court said: 


Under the authorities cited it is not sufficient to show a cause 
of action against the carrier, merely to show that the purchaser 
declined the shipment as a consequence of the inspection. In the 
present case there is no allegation or proof that the apples would 
have been accepted if the inspection had been refused. To consti- 
tute a cause of action against the carrier, it was necessary for appel- 
lee to show that there was loss, damage, or injury to the apples, 
which was the result of the inspection made by Turner-Coffiel 
Company. The proof shows nothing of the kind. If the shipment 
was wrongfully rejected, appellee had a cause of action against 
Turner-Coffield Company. If it was rightfully rejected there was no 
cause of action. The act of appellant had nothing to do with making 
the rejection either justified or wrongful. 


Classification Rules—Making a Single Shipment Subject to L. 
C. L. Rates for Part of the Haul, and to Carload Rates for 
the Remainder 
Indiana.—Question: We recently made shipment to Dania, 

Fla., of 12,000 pounds of R. I. castings upon which we were 

assessed fourth class combination rates as follows: 
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The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 








Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eo auipped with Sprinkler System Throughout. 


Reiavie Transportation at a Moment’s Notice. 
Y arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


JPtesrity of Our Warehouse Receipts Is Unques- 
tioned. 


Capacity of Tracks Serving Plants Over 500 Cars. 













established System of Service. 














WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’’ That’s Your 


Business and Yours Only 
















GEO. SEALY 
President 


J. GARRISON 
Vice-Pres. and Gen’! Manager 
















Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 





T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 
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PANAMA MAIL S.S. COQ. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From Los Angeles 















From San Francisco 






S.S. COLOMBIA ........... September 17 September 19 
S.S. VENEZUELA........... October 8 October 10 
SS. BEUGABOR. 0... .60.2.005 October 29 October 31 







Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 









































Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (.&;2",) Fast Steamship Freight Service 
LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 

We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 


Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


NEWARK, N. J. 
STORAGE 


NEWARK WAREHOUSE co. 


Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 











Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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We now find by making reference to Agent Dulaney’s Excep- 
tions No. 5 to Southern Classification that a cheaper rate can 
be secured by applying the carload rating from Jacksonville to 
destination. . 

Can we insist upon rating the shipment L. C. L. to Jackson- 
ville and carload beyond? 

Answer: Rule 15 of current Official Classification, and the 
corresponding rule of the current Southern Classifiscation, pro- 
vide that the charge for a less-than-carload shipment must not 
exceed the charge for a minimum carload of the same freight 
at the carload rate. Some may contend that the less-than-carload 
shipment must be considered a unit from origin to destination 
in applying this rule. Under such a construction your shipment 
would have to be rated either as a carload all the way or an 
L C L shipment for the entire haul, and if the total carload rate 
and applicable minima aggregated a lower charge than the total 
L. C. L. rate at actual weight, then, under rule 15, the aggregate 
carload basis would apply. The only argument we can Call to 
mind which could be advanced in support of that view would 
be that rule 15 applies from your Indiana shipping point to 
Dania, Fla., and perforce must relate only to a shipment from 
Indiana to Florida, and not to the separate portions of the haul 
and separate rate factors applicable thereto. 

Our view is that inasmuch as it requires three separate 
applications of classifications to determine the rate from origin 
to destination, it also requires three separate applications of 
classifications to determine the rules applicable to such rates. 
The packing requirements in Southern Classification territory 
(prior to the consolidation of the three classifications) in some 
instances varied from those of the Official. The minimum charges 
on L. C. L. shipments varied, and numerous other rules and 
requirements varied. The carriers have always applied to each 
factor of a combination rate moving between two or more clas- 
sification territories, the individual rules, classification excep- 
tions, minimum charges, etc., and there seems to be no reason 
for departing therefrom under the Consolidated Classification 
as it now reads. It is still three separate classifications, and it 
has to be separately applied as many times as there are rate 
factors going into the make-up of the total combination rate. 

Only when the separate requirements attaching to each rate 
factor, the separate minimum weights, etc., have been joined 
with the rate factor to which they belong, are they ready to 
be joined to other rate factors for constructing the total com- 
bination rate. Rule 15 should be applied to each separate rate 
factor, even though it does produce a combination rate made 
up of factors some of which are L.. C. L. and others carload 
factors. They all become L. C. L. factors when applied to an 
L. C. L. shipment. 

Liability of Carrier Where Goods Are Improperly Packed or 
Loaded by Shipper 

Michigan.—Question: We have noted with interest your an- 
swer to question from “Canada” on page 210 of the July 23 
Traffic World under the caption “Proof of Loss or Damage.” 
Recently a small factory located near Grand Rapids received a 
car of lumber which had apparently received rough handling. 
It was apparent that the lumber was piled to the roof only in 
the center of the car, with the result that this middle portion 
of load had fallen down in one end, necessitating considerable 
extra work in unloading. 

The factory superintendent thought it would take about four 
times the usual time required in unloading. 


After reading your answer to the above mentioned question 
we are of the opinion that the consignee’s recourse is on ship- 
pers. What is your opinion? 


Answer: In general, the loading and unloading of goods are 
under the carrier’s control, and he is responsible for any loss 
or injury incident thereto. Nevertheless, when the shipper as- 
sumes the responsibility of loading the car and fails to see that 
it is properly prepared for the transportation of the particular 
article which he is loading, he assumes responsibility for all 
defects in loading which are necessarily invisible to the agent 
of the carrier who accepts the freight, or which he cannot dis- 
cern by ordinary observation or such inspection as he can read- 
ily make, and if any loss or injury results from defective loading 
the carrier is not liable; and it is not liable for injuries result- 
ing from the shipper’s misrepresentation of the manner in which 
he loaded the goods on the carrier’s cars. So the rule is broadly 
laid down in many decisions that, when the shipper loads freight 
on a car for shipment, the carrier who receives the car as loaded 
is not liable for damages which arise from the defects in the 
loading (Gulf, etc., R. Co. vs. Wittnebert, 108 S. W. 150 (Tex.); 
Texas, etc., R. Co. vs. Klepper (Tex.) Civ. Ap.), 24 S. W. 567; 
Texas, etc., R. Co. vs. Ebins (Tex. Civ. Ap.), 83 S. W. 253; Ross 
vs. Troy, etc., R. Co., 24 Am. R. 144 (Vt.); Miltimore vs. Chicago, 
etc., R. Co., 37 Wis. 190); that, when the shipper assumes the 
duty of loading cars for shipment, the carrier is not called on 
to see that the shipper has properly performed his duty in this 
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regard; and the fact that the carrier’s employes knew before 
starting that the goods were improperly loaded is immaterial. 
(Ross vs. Troy, etc., R. Co., 24 Am. R. 144.) However, this view 
has not met with universal acceptance; and in a decision of 
the United States Supreme Court it was said: 


The liability of the common carrier attaches when the property 
passes, with his assent, into his possession, and is not affected by 
the car in which it is transported, or the manner in which the car 
is loaded. The common carrier is regarded as an insurer of the 
property carried, and upon him the duty rests to see that the packing 
and conveyance are such as to secure its safety. The consequences 
of his neglect in these particulars cannot be transferred to the owner 
of the ee Fey al, etc., R. Co. vs. Swift, 79 U. S. 262 (Approv. 

Elgin, Co. vs. Bates Machine Co., 98 tll. A-511: Aff. in 200 
Til. 636, “6 oe "EB. 326)). 


In another decision it was held that, although goods are 
improperly packed in cars by a consignor, a carrier is liable 
to the consignee for injury to such goods when shipped over 
its line, if the improper loading was apparent to the ordinary 
observation of the carrier’s servants. (McCarthy vs. Louisville, 
etc., R. Co., 14 Sou. 370, 48 Am. S. R. 29.) The defense that the car 
was improperly loaded by the shipper is available whether the 
shipper or the consignee brings the action (McCarthy vs. Lou- 
isville, etc., R. Co., 14 Sou. 370), and the negligence of the former 
is imputable to the latter and will bar a recovery by either. 

See also, in this connection, the decision of A. C. L. vs. 
Rice, 52 Sou. 918, in which case the court, in the course of its 
decision, said: 


Subject to the exception, among others not now necessary to 
enumerate, that it may properly refuse to accept for transportation 
goods ‘‘tendered in an unfit condition” therefor, a common carrier 
is duty bound to transport all goods that are properly offered for that 
purpose. 4 Elliott on Railroads, Section 1466; 1 Hutchinson on Car- 
riers, Section 143, 145. While the carrier may refuse to accept goods 
improperly packed, yet if it accepts them in that condition—a con- 
dition open to ordinary observation—‘‘the duty attaches of exercising 
due care for its safe carriage.’’ Union Express Co. vs. Graham, 26 
Ohio St. 595; E. J. & E. Ry. Co. vs. Bates Machine Co., 98 Ill. App. 
311, 315; Hannibai R. R. vs. Swift, 12 Wall. 262, 272; "4 er a on 
Railroads, section 1466, page 154; Munster vs. S. BE Ry. Co., 4 C. B. 


Mr. Elliott, at the citation last made from his work, says: 


If goods which may be properly rejected are actually, not merely 
— accepted for carriage, the common carrier’s liability 
attaches. 


The court then discusses the Swift case: 


We think it may be safely ruled, in accord with Hannibal R. R. 
vs. Swift, and the other texts and decisions cited, that, first, the 
carrier has the right to inspect proffered shipments and to refuse 
their acceptance when not in fit condition for the transportation; 
second, that, if unfit for shipment, and ordinary observation would dis- 
cover that fact, it is the duty of the carrier to refuse the shipment, in 
order that the shipper may, if he can, conform the shipment to a 
fit condition for transportation; and, third, that the acceptance of a 
shipment for transportation, without qualification or dissent in re- 
spect to the fitness of its condition for that purpose, subjects the 
carrier to all the liabilities ordinarily attaching to an accepted ship- 
ment of the character to which that shipment belongs. 


The case of Heines vs. Buchanan, 109 S. E. 219, contains quite a 
complete review of the authorities on this subject, and in this 
case the court places an entirely different construction on the 
decision in Hannibal Railroad Co. vs. Swift, 12 Wall. 262, from 
that of the court in A. C. L. vs. Rice, 52 Sou. 918. 

Tariff Interpretation—Application of Combination Rule 

Alabama.—Question: A bill of lading covering a shipment 
of lumber from mill located on B carrier in the switching limits 
of station Y is taken out with A carrier, who absorbs switching 
of B carrier on the shipment. A carrier published no through 
rates from station Y to destination of shipment, rate via A car- 
rier being made on combination of rates by the use of A carrier’s 
rate to base point plus C carrier’s rate beyond, both factors, 
however, being subject to Jones’ Combination Tariff U. S. 1, 
which reads, in part: “That where no through rates are in 
effect from origin to destination” certain deduction will be made 
from the original factors to determine through rate. But B car- 
rier, on whose road shipment originated, published a through 
rate from origin to destination in connection with A carrier and 
C carrier as intermediate and delivering carriers. A and C car- 
riers via which route the shipment moves, assess full combina- 
tion without deduction of Jones’ Combination Tariff, which makes 
higher than the through rate published via B carrier in con- 
nection with A and C carriers, and declines to protect rate made 
by use of Jones’ tariff, which produces a lower rate than the 
through rate via B carrier, the reason stdted that there is a 
through rate in effect from origin to destination via an estab- 
lished route and that the combination tariff is not properly 
applicable via route shipment moved. 

We would be glad to have your views as to whether Jones’ 
tariff is applicable via route shipment moved, citing any ruling, 
if any, by the Commission in similar cases. 


Answer: Assuming that the published joint through rate 
applicable via carriers B, A and C is not applicable via the 
route the shipment moved, that is, the route according B rail- 
road a switching movement only, so as to make inapplicable the 
combination rate, the carriers must apply the combination rate, 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
From From 
Mobile New Orleans 
SUJERSEYCO Sept. 13 


Sept. 23 
SUTORPCO y Oct. 4 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings nnn Sony Sag 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau St. oe New ¥ York City 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles, M: aie. 
New Orleans, Pensacola, ttsburgh, Sun Peanciece. - 


2 | Ship by Water 


*“*DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply te 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Bahimore, a eee be. Faken, Pe. Neto, Va. 
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GULF DACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisece. 

THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 436 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, II. 


SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General o Agente 
15 Moore Street New York, N. Y. 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


I 
CANAL ZONE peas byt 
Cristobal 


ALSO 
PANAMA Ports of Guatemala 
Bocas del Toro 


and British an 
Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 
For rates and other information, address 
17 Battery Place... New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf Boston, Mass. 
Marquette Building Chicago, IIL. 
311 California Street San Francisco, Cal. 





482 


subject to the provisions of Agent Jones’ Combination Tariff 
U. S. No. 1. See M. H. Gunther & Co. vs. L. & N., 112 I. C. C. 
387, in which case the Commission said: 


This contention, however, is precluded by our conclusions in Mc- 
Gowin-Foshee Lumber Company vs. A. F. & @ Ry. Co., 96 EL C. C. 
451, wherein we referred to the rule in Agent Kelly’s tariff as follows: 

‘We have heretofore held that this rule is applicable in the 
absence of a joint raté over the route traversed regardless of joint 
rates over other routes. 


Tariff Interpretation Application of Rule 56 of Tariff Circular 18A 

Missouri.—Question: Will appreciate it very much if you 
will publish in The Traffic World your opinion of the following 
quotation involving the application of the intermediate rule un- 
der the fourth section. 

The rate from A to D is 35 cents. The rate from A to B is 
20 cents, and the rate from B to C is 8 cents. In other words, 
the combination rate from A to C is 28 cents. B and C are 
directly intermediate with D and under the intermediate applica- 
tion of tariff referring to more distant points the carrier has 
ruled that the higher rate must be applied. 

The tariff carries the intermediate rule which requires the 
protection of the through rate named to the more distant point, 
but does not provide the alternative basis which would permit 
us to use the combination rate based on local rate from A to 
B and B to C. 

It is my understanding that under the amended rule 56 of 
Tariff Circular 18-A, carriers must protect the combination rate 
when lower than the rate published to a more distant point. 

Answer: Where a rate to a more distant point is made 
applicable, by means of an intermediate rule, to an intermediate 
point, the effect is the publication of a specific rate to the inter- 
mediate point. See Miller & Lux, Inc., vs. Southern Pacific, 102 
I. C. C. 137, in which case the Commission said: 


A commodity rate on a specific article of transportation, stated 
definitely as so many cents per 100 pounds, is a specific commodity 
rate, notwithstanding the fact that the same rate is not repeated in 
the tariff in connection with each point of origin and each point of des- 
tination from and to which the rate is made to apply. There are 
several methods of indicating the points from and to which specific 
commodity rates apply. 


We can locate no opinion of the Commission relating to 
rule 56 of Tariff Circular 18-A, as amended June 19, 1926. 

However, as we read this,rule, it does not confer authority 
upon the carrier to protect the combination of intermediates 
until published as a through rate in accordance with the pro- 
visions of the rule. It will be observed that the amended rule 
provides for application to the Commission for authority to 
award reparation to the basis of the aggregate of intermediates 
in effect on date of shipment. 


Misquotation of Rate 


Texas.—Question: Will appreciate your answering the fol- 
lowing question for me, which has reference to an undercharge 
on carload shipment of eggs: 

I sell car eggs f. o. b. destination, but before selling I go 
to agent of the railway company and get him to give me in 
writing the supposed to be correct rate. He does not have tariff 
on file covering rate, but wires his general office and furnishes 
me with rate quoted by them. I sell car eggs based on rate 
furnished me, but several months later railway company pre- 
sented me with undercharge freight bill account of incorrect 
rate assessed. 

Have I any recourse other than pay undercharge demanded 
since finding that rate originally furnished me was incorrect? 

Answer: The Interstate Commerce Commission has held 
in a number of cases that a shipper is charged with notice 
of the lawful tariff rate and that a misquotation of a rate is 
not ground on which to base a complaint for reparation. See 
Obear-Nester Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah Whole- 
sale Grocery Co. vs. N. & W. Ry. Co., 39 I. C. C. 345; also Hen- 
derson Elevator case, 226 U. S. 441, and T. & P. vs. Mugg, 202 
U. S. 242. While, under section 6 of the act, a carrier who shall 
misquote the applicable rate upon written request made upon 
the agent of the carrier is liable to a penalty of $250, this penalty 
accrues to the United States and not to the shipper. 


Tariff Interpretation 


New York.—Question: Item No. 5 of Agent Cottrell’s Vir- 
ginia Cities’ Fertilizer Tariff I. C. C. 608, under Application of 
Rates, Description A, reads as follows: 


Rates will apply on fertilizers and articles taking same rates, 
carload, as listed in Section 1 of Note 94 of Agent Dulaney’s Ex- 
ceptions No. 4 to Southern Classification, I. C. C. No. 20, supplements 
thereto and reissues thereof, minimum carload weight 30,000 pounds, 
except as noted. 


Although Agent Dulaney’s Exceptions under Note 94 provide 
a minimum of 40,000 pounds on nitrate of soda, is not shipment 
properly entitled under Description A to minimum of 30,000 
pounds on a movement during March, 1926, on shipment Nor- 
folk to Cross, N. C.? 

Answer: The minimum weight of 30,000 pounds provided for 
in item 5 of Agent Cottrell’s Tariff I. C. C. No. 608, in Descrip- 
tion A, is applicable on fertilizers and articles taking same rates 
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as listed in section 1 of Note 94 of Agent Dulaney’s Exceptions 
No. 4 to Southern Classification I. C. C. 20, notwithstanding the 
fact that a minimum weight of 40,000 pounds is provided on 
nitrate of soda in section 1 of Note 94 of Agent Dulaney’s Ex- 
ceptions No. 4. The cross reference in item 5 of Agent Cottrell’s 
Fertilizer Tariff I. C. C. No. 608 to Agent Dulaney’s Exceptions 
No. 4 is merely for the purpose of furnishing a list of fertilizers 
and this cross reference does not, in our opinion, require the 
application of the minimum weights provided for in Agent Du- 
laney’s Exceptions No. 4 on any of the articles which by reason 
of the cross reference thereto in Agent Cottrell’s Fertilizer 
Tariff I. C. C. 608, are entitled to the application of the rates 
provided for therein in item 5.. The minimum weight of 30,000 
pounds provided for in item 5 is, in our opinion, applicable to 
all the articles listed in section 1 of Note 94 of Agent Dulaney’s 
Exceptions No. 4, for which a rate is provided for in item 5 of 
Agent Cottrell’s Fertilizer Tariff I. C. C. No. 608. 


Damages—Cost of Repairs 

Wisconsin.—Question: We recently consigned to one of our 
customers a cabinet valued at $250. This cabinet arrived quite 
badly damaged and had to be returned to our factory for repairs. 
We made the necessary repairs and charged consignee accord- 
ingly and have been asked by him to file claim in his behalf for 
the cost of repairs in addition to the freight charges both ways. 

Included in the cost of repairs are such items as actual out 
of the pocket cost, factory overhead, and administrative expense 
in addition to a smail profit which was charged for this extra 
work in addition to the freight charges both ways. You under- 
stand that we always charge a profit on all special work and this 
profit is a certain percentage of the cost of the work to be done. 

I am rather positive as to all of the factors of this charge 
as outlined above except the profit; in other words, I am not sure 
whether we can legally charge a profit on the cost of these 
repairs, although you understand this is the amount that must 
be paid by our customer, because of the carrier’s failure to 
deliver the shipment in first class condition. 

I would appreciate it very much if you would let me have 
your opinion on this, together with any I. C. C. or court decisions. 

Answer: While it may not be obligatory on the part of the 
consignee to repair or have repaired, goods which are delivered 
to him in a damaged condition, for which damaged condition the 
carrier is liable, if the result of the consignee’s efforts is to. 
restore the goods to their original value or to enhance the value 
of the goods to a figure in excess of their value in the damaged 
condition in which received, after deducting the cost of repairs, 
this expense is a proper element of damages. See P. & S. F. R. 
Co. vs. Shell, 265 S. W. 758;American Railway Express Co. vs. 
Judd, 104 Sou. 418; St. L. S. W. Ry. Co. vs. Tacker, 255 S. W. 553; 
Wilson Poultry and Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 1020. 

If the claim in question is being filed for account of the con- 
signee, subject to the above stated conditions, the consignee is, 
in our opinion, entitled to the reasonable cost of having the 
repairs made, which necessarily include a profit to the party 
making the repairs, as it cannot be expected that the consignee 
can have such work done at cost. If, as we understand, the 
consignee must pay the shipper for the repairs made to the 
cabinet and the amount, which includes a profit to the party 
making the repairs, is reasonable, we see no reason why the 
carrier should not settle the claim in the amount as presented. 


Bills of Lading—Construction of—Prima Facie Effect as to 
Quantity Received 

Illinois.—Question: A shipment of import gum shellac was 
made over railroad A, who issued a clear straight bill of lading 
for 400 bags, weight 66,800 pounds. It was loaded equally into 
two cars, moved under perfect seal record, and was delivered 
at destination by railroad B without exceptions. Upon unloading 
by consignee, however, it was found that eight bags in one of 
the cars were slack and showed signs of being resewed, with a 
total loss of 248 pounds, for which claim has been filed in the 
amount of $124. 

It further appears that the shipper did not weigh the ship- 
ment, but arrived at his weight of 66,800 pounds for the 400 bags 
by using the usual average weight of 167 pounds per bag. The 
carrier likewise did not weigh the shipment at time of receipt, 
but did later over track scales as the cars were leaving New 
York the same night as received and secured net weights of 
33,500 and 32,800 pounds, the car showing the 700 pounds short- 
age being the one in which the loss was: found at destination. 
Freight charges were assessed on these track scale weights. 

Shipper contends that if suit were brought the introduction 
of the bill of lading for 66,800 pounds would establish a prima 
facie case in his favor, and the burden would then be on the 
carrier to prove that it did not get as much as it signed for and 
had delivered all it received. The carrier has declined the claim 
and takes the position that before the burden of proof shifts 
to it to show that no loss occurred in transit, the shipper must 
be able to show definitely the quantity delivered to the carrier, 
which he cannot do, not having weighed the shipment; that this 
being package freight, the carrier under the Bill of Lading Act 
is only bound to deliver the same number of packages as received, 
the “subject to correction” weight being shown merely for the 
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The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., 


Rochester, 
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In the Heart of New York State 


Broad Street Warehouse Corp’n 
700 Broad Street 


Midway between New York and Buffalo on * 
Main Line New York Central Lines. Also 

connections with New York Barge Canal, West 

Rome, Watertown and Ogdensburg R.R., New 

York, Ontario and Western R. R. and 
Delaware, Lackawanna and Western 
R.R. Daily Trolley Freight Service 
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Distribution in Central New York. 


100,000 sq. ft. of fire-proof storage 

space. Private railroad sidings. 

Ample office space and desk room for manufactur- 
ers’ or shippers’ representatives. 


For complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, UTICA, N. Y. 
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purpose of collecting freight charges; and that admitting the 
burden of proof is with the carrier, the facts as outlined above 
are of themselves sufficient to rebut whatever prima facie pre- 
sumption attaches to a straight bill of lading. 

You will note that the properties of the straight bill of 
lading as a receipt are involved, particularly the clause “weight 
subject to correction.” 

Can the claimants collect full or any amount? 
authorities for your opinion. 

Answer: A bill of lading is an instrument issued by the 
carrier to the consignor consisting of a receipt for the goods 
and an agreement to carry them from the place of shipment to 
the place of destination. The instrument is two-fold in its char- 
acter; it is a receipt as to the quantity and description of the 
goods shipped; and a contract to transport and deliver the goods 
to the consignee or other person therein designated, on the 
terms specified in such instrument. 

In so far as the bill of lading constitutes the contract of 
shipment parol evidence is not admissible, in the absence of 
fraud or mistake, to vary its terms or to show that the contract 
was different from that shown by the instrument. However, 
while it may not be varied by parol evidence so far as it embodies 
the terms of the contract, yet so far as it constitutes a receipt 
in that it specifies the quantity of goods received, it is like other 
receipts or written acknowledgments subject to be contradicted 
or explained by proof as to the facts. Lake Shore, etc., R. Co. 
vs. National Live Stock Bank, 178 Ill. 506, 53 N. E. 326. 

To guard against the estoppal which would result from an 
unqualified receipt in a bill of lading as to the quantity of goods 
received, the carrier may insert in the bill of lading words 
qualifying its representation, of which nature the clause “subject 
to correction” is one. However, the insertion of such words does 
not destroy the prima facie effect of the recital as to quantity; 
it merely leaves the matter open to further inquiry instead of 
being absolutely concluded. Furthermore, as between the con- 
signor of goods and a receiving carrier, recitals in a bill of lading 
as to the goods shipped raised only a rebutable presumption that 
such goods were delivered for shipment. Parlemetto Fertilizer 
Co. vs. Columbia etc. R. Co. (S. C.), 83 S. E. 36; Reid Phosphate 
vs. Farmers Fertilizer Co. (S. C.), 77 S. E. 363. As between the 
—- and the receiving carrier the fact must outweigh the 
recital. 

In the instant case the facts, as stated, seem to rebut the 
presumption which the statement of the weight in the bill of 
lading raises. 

Damages—Deductions of Commissions 


New York.—Question: We are having at this time some 
controversy with a certain rail carrier in connection with the 
deduction from the amount of claims filed for the value of part- 
out and empty packages of fruit taken over by the carrier and 
salvaged for their own account, of commissions which would 
have been deducted had the damaged packages referred to been 
delivered to us in perfect condition and sold for the account of 
the owner of the property. 

It is our contention, based on our knowledge of the law, that 
the measure of damage is the fair market value of: the goods at 
the time and place when and where they should have arrived 
in good order, less unpaid freight charges, if any, and that 
carriers are in no way concerned with commissions, cartage, 
brokerage or other charges and are bound to recognize the value 
which we may claim and which is properly supported without 
demanding from us that such value be reduced by the deduction 
of any commissions. 

Will you please be good enough to give us the benefit of 
your opinion and advice in connection with the above matter? 

Answer: The general rule, supported by decisions of many 
of the courts, is that the market value of the goods shipped at 
the place of destination is the criterion of value by which the 
amount of damages for loss of, or injury to, goods is to be deter- 
mined, and if the claim is filed by the shipper he is entitled to 
this amount in settlement of his claim. From this amount, how- 
ever, the freight charges to the point of destination, if they have 
not been paid, must be deducted. 

We can locate no cases in which the question of the deduc- 
tion of a commission from the sale price of a commodity has 
been considered, other than Adams Express Co. vs. White, 104 
Atl. 110, and B. & O. C. T. R. Co. vs. Beeker Milling Machine Co., 
272 Fed. 933. In the former case it was held that where calculat- 
ing machines sent to a prospective purchaser on trial were 
returned to the agent, but lost by the carrier in transit, in an 
action by the agent as consignee, the carrier was entitled, in 
determining damages, to have the commissions plaintiff would 
have earned if he had sold the machines, deducted from the sell- 
ing price at destination. 


Please cite 





LUMBER SHIPMENTS 
The softwood lumber industry of the country showed sub- 
stantial increases in production and shipments, while the order 
file fell off to some extent, for the week ended August 20, when 
compared with reports for the preceding week, according to 
reports received from 361 of the leading commercial softwood 
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lumber mills by the National Lumber Manufacturers’ Associa. 
tion August 25. When compared with the corresponding week 
a year ago, there was some increase in production, a marked 
decrease in shipments and new business about the same. 

The 149 hardwood operations reporting showed increases jp 
all three items, when compared with reports for the previous 
week, when, however, 23 fewer mills reported. In comparison 
with the same period last year, when 119 mills reported, there 
were increases in production and new business and shipments 
about the same. 

The following table compares the lumber movement, as re. 
flected by the reporting mills of seven softwood, and two hard. 
wood, regional associations, for the three weeks indicated; 
000s omitted: 


—N 
mnges 





Corresponding Preceding Wk,, 


lu We) 2—e we 


Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

ee 343 149 348 119 344 126 

Production .. 251,156 22,828 243,722 18,039 240,283 20,046 

Shipments -- 241,747 20,526 253,327 20,597 232,759 17,907 
Orders (New 

i aa 237,255 24,108 238,521 20,226 244,567 19,335 


V: 


ih. 


Because of fluctuations in the number of West Coast mills 
reporting this year, softwood comparisons between 1927 and 1926 
are without significance. 


MOVEMENT OF WHEAT CROP 


“The grain movement in the winter wheat territory, so far, 
has not caused any strain on the facilities of the roads involved,” 
said L. M. Betts, manager of the closed car section of the car 
service division of the American Railway Association, in a letter 
this week to railroads. “It is reasonable to anticipate that the 
movement in the northwest will perhaps be a little more active 
than has occurred in the southwest and, with a heavy crop in 
the state of Montana which involves a long rail haul, the roads 
concerned will undoubtedly find it necessary to employ all facili- 
ties available to take care of the situation.” 

Mr. Betts said the situation as to return of cars to the west 
showed “a remarkable and very encouraging record on the part 
of the roads concerned.” He solicited continued cooperation in 
that respect. 

In a letter to officers and committeemen of the Northwest 
Shippers’ Advisory Board, Mr. Betts said the lines interested in 
the northwest wheat movement now had nearly one-third more 
box cars in storage for grain loading than on the same date in 
1924. He said the comparison was made with 1924 because the 
last large wheat crop was produced in that year and that the 
present indications were that the 1927 crop would ‘somewhere 
nearly approximate the volume of the 1924 crop.” He said the 
storage of cars in the northwest was on the increase. The joint 
terminal grain committee of the Northwest Shippers’ Advisory 
Board, said he, was organized and already cooperating actively 
in the grain movement. Assurance was*given by Mr. Betts that 
the railroads would take care of the spring wheat movement 
this year without car shortage. 


ADDITIONAL ROLLING STOCK 


Class I railroads in the first seven months this year installed 
45,143 freight cars in service, according to reports filed with the 
car service division of the American Railway Association. This 
was a decrease of 21,115 cars compared with the number placed 
in service in the corresponding period last year. 

Of the total number placed in service in the first seven 
months this year, the railroads installed 7,102 freight cars in 
the month of July, which included 3,691 box cars, 2,597 coal cars 
and 441 refrigerator cars. The railroads on August 1 this year 
had 19,344 freight cars on order, compared with 39,102 on the 
same date in 1926. 

Locomotives placed’ in service in the first seven months of 
1927 totaled 1,195, of which 155 were installed in July. In the 
first seven months last year, the railroads placed in service 
1,288 locomotives. Locomotives on order on August 1 this year 
numbered 209, compared with 517 on August 1 last year. 

These figures as to freight cars and locomotives include neW 
and leased equipment. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 20 totaled 17,495 cars, as compared with 19,446 
cars (revised) the preceding week, and 19,764 cars in the cor 
responding period of 1926, according to the weekly report of 
the Bureau of Agricultural Economics of the Department of 
Agriculture. Shipments were reported as follows: 


Apples, 641 cars; cabbage, 256 cars; cantaloupes, 1,338 cars; cauli- 
flower, 20 cars; celery, 108 cars; cherries, 12 cars; cucumbers, - 
cars; eggplant, 5 cars; grapefruit, 13 cars; grapes, 1,368 cars; gree 
peas, 77 cars; lemons, 145 cars; lettuce, 756 cars; miscellaneous melons, 
249 cars; mixed citrus fruit, 23 cars; mixed deciduous fruit, 457 pe 
mixed vegetables, 761 cars; onions, 412 cars; pears, 1,656 cars; 
oranges, 799 cars; peaches, 3,114 cars; peppers, 45 cars; plums *- 
prunes, 210 cars; string beans, 26 cars; sweet potatoes, 433 cars; 
matoes, 216 cars; watermelons, 872 cars; potatoes, 3,410 cars. 
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17,901 and heavily congested _, This same factor of effi- 
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1d 1926 tween the fifteen railroad other commodities which 
lines entering the city has require speed in transfer. 
So far, Connection Points Between These 15 Carriers 
= ye Peoria and Pekin Union Railway Company Illinois Central Railroad Company 
Atchison, Topeka & Santa Fe Railway Co. Illinois Traction System 
letter . Chicago & Alton Railroad Company Minneapolis & St. Louis Railroad. Company 
at the Chicago & Northwestern Railway Co. New York, Chicago & St. L. R. R. Co. 
active Chicago, Burlington & Quincy Railroad Co. (L. E. & W. Dist.) 
Chicago and Illinois Midland Ry. Pennsylvania Railroad 
rop in Chicago, Rock Island & Pacific Railway Company Peoria Railway Terminal 
roads Cleveland, Cincinnati, Chicago & St. Louis Railway Toledo, Peoria & Western Railread 
facili- Company 
Peoria the Logical Traffic Transfer Point 
> west 
e part 
«= || Peoria «a Pekin Union Railway Company 
~— INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager UNION STATION, PEORIA, ILL. 
ed in a nr 
more 
ate in 


se the 
at the 
where 
id the 
» joint 
visory 
tively 
s that 
ment 


talled 
h the 

This 
laced 


seven 
rs in 
| cars 


Responsible Reliable ro Reasonable 


Year | 228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 
_ Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
hs of ’ Pool Car Distribution Prompt and Efficient Service 


= Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


rvice 
year : Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
‘ Club of K. C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


S77 Pie ARR BEE EE. 


» new 







































































































—_—_—_—<—<—<_—$—S—S— _<— $$ 3 
Digest of New Complaints | 
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No. 19920. In the matter of intrastate fares of the Chicago, North 
Shore & Milwaukee Railroad Company within the states of Illi- 
nois and Wisconsin. * 

This is an investigation instituted by the Commission, on pe- 
tition of the C. N. S. & M., to determine whether or not the in- 
trastate fares brought into issue by the petition cause unjust 
discrimination against interstate commerce, etc. 

No. ae Hammond Motor Co. et al., Birmingham, Ala., vs. A. G. S. 
et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from various points to Birmingham because de- 
fendants failed to comply with their demurrage tariffs. Asks 
reparation. 


No. 19922. Sub. No. 1. D. & S. Motor Co. et al., Birmingham, Ala., vs. 
L. & N. et al. 
Same complaint and prayer. 
No. 19923. Northwestern Steel & Iron Works, Eau Claire, Wis., vs. 
Santa Fe et al. 
Unreasonable rate on household steam pressure cookers from 
Eau Claire, Wis., to San Francisco. Asks reparation. 
No. 19924. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania et al. 
Charges in violation of sections 1 and 4 of the act, on rough 
lumber from Bourbon and Columbia City, Ind., to Moline, Ill. 
Asks rates for future and reparation. 


No. 19925. The Jos. Gentile Co., Cincinnati, O., vs. Tidewater South- 
ern et al. 
Unlawful charges on grapes from Turlock, Calif., to Milwaukee, 
Wis. Asks reparation. 


No. 19926. Advance-Rumeley Thresher Co., Inc., et al., LaPorte, Ind., 
vs. A. & V. etal. . 

Unreasonable rates and charges on agricultural implements, 
other than hand, traction engines, also windmills and windmill 
parts, straight or mixed carloads, from Chicago and other Illinois 
points, Evahsville and other Indiana points, Battle Creek, Mich., 
Milwaukee and other Wisconsin points, and other points to Dallas, 
Waco and other Texas points. Asks rates for future and repara- 
tion. 


No. 19927. Cameron, Joyce & Co., Keokuk, Ia., vs. Toledo, Peoria & 
Western et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on crushed stone from Linwood, Ia., to Toulon, Ill., reconsigned 
to Mapleton, Ill. Asks reparation. 

No. 19928. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on lubricating oils and greases 
from El Dorado, Kans., to points in Texas. Asks rates for future 
and reparation. 

No. 19929. W. B. Roddenbery et al., Cairo, Ga., vs. A. C. L. et al. 

Unreasonable rates and charges on corn syrup (glucose, from 
points of origin located, or moving through Ohio and Mississippi 
River gateways, in states of Illinois, Indiana, Iowa, Kentucky, 
and Missouri, to Cairo, Ga. Asks rates for future and reparation. 


No. 19930. Simmons Co., New York City, vs. Staten Island Rapid . 


Transit et al. 

Unreasonab.e rates and charges on cotton linters from Augusta, 
Ga., to Bayway, N. J. Asks reparation. 

No. 19931. Heywood-Wakefield Co., Boston, Mass., vs. Ann Arbor et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cane webbing, lined or unlined, from and to points within 
Official, Southern and Western Classification territories. Alleges 
any quantity rating of first class on cane webbing is unduly 
prejudicial to complainant and unduly preferential of manufac- 
turers of leather and other upholstery material and furniture parts 
analogous to cane webbing, rated second class L. C. L. and fourth 
ciass carload. Asks ratings and rates for future and reparation. 

No. 19932. A. L. Randall Co., Chicago, Ill., vs. Atlanta, Birmingham 
& Coast et al. 

Unreasonable rates on magnolia leaves from Jacksonville, Fla., 
to Chicago, Ill. Asks rate for future and reparation. 

No. Rm Gurney Heater Mfg. Co., Boston, Mass., vs. Boston & 
any. 

Unreasonable rates and charges on imported pig iron from East 
Boston, Mass., to Framingham, Mass. Asks reparation. 

No. — American Crate & Basket Co., Denver, Colo., vs. Santa Fe 
et al. 

Unreasonable charges and weight in connection with shipment 
of baskets or pea hampers from Denver, Colo., to Nogales, Ariz. 
Asks minimum not to exceed actual weight when car is loaded to 
full capacity and elimination of Rule 34 on such shipments, and 
reparation. 

No. og Ds Stone Canning Co., Ortonville, Minn., vs. C. M. & St. 
P 


Charges in violation of sections 1 and 83 of the act, on corn 
canning factory residue from Big Stone City, Minn., to points in 
the Dakotas and to points in Minnesota via interstate routes. 
Asks rates for future and reparation. 

No. ~—— Hudson Mfg. Co., Minneapolis, Minn., vs. C. M. & St. P. 
et al. 

Unreasonable and unlawful rates on wooden turnings, in bags, 
sawed and turned to shape for plunger handles for sprayer, from 
Kalkaska, Mich., to Hastings, Minn. Asks rates for future and 
reparation. 


RAILWAY ACCOUNTING PROCEDURE 


The 1928 edition of “Railway Accounting Procedure” is now 
available. The book is indexed in such manner as to make 
readily accessible any subject. 

For over 39 years accounting officers have been working 
toward obtaining a more uniform, economical, and efficient 
method of handling accounts between railroads. “Railway Ac- 
counting Procedure” gives the latest authentic accounting 
procedure. It is a textbook on the accounting underlying the 
classifications promulgated by the Commission. The classifica- 
tions do not explain in detail how there should be gathered and 
compiled the figures that appear in the various accounts. 

Those sections relating to freight, passenger, and disburse- 
ment accounting and overcharge claim rules are considered the 
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principal sections, but the statistics and terminal accounting 
sections are valuable to those interested in that particular phage 
of railroad accounting. 

Following each section are the standard forms relating to 
that class of accounting. They are the result of much study 
and are based on experience. 

Not: the least interesting feature of this book is the sup. 
plement to the bibliography on American railway accounting, 
It gives the latest references to all articles, pamphlets, and books 
relating to railway accounting and methods of statistical ang 
accounting analysis. 

In addition to containing the standard forms used by the 
railroads in their accounting transactions, it also comprises the 
mandatory and recommendatory rules, as well as accounting 
plans and methods, and up-to-date. The book is so arranged as 
to: indicate which rules are mandatory and which are recom. 
mendatory. 





RAILROAD FUEL COSTS 


Cost of fuel for road locomotives in freight and passenger 
train service of Class I roads, fuel for switching locomotives 
not being included, slightly decreased in the six months ended 
with June as compared with the corresponding period of 1926, 
according to the monthly statement issued by the bureau of 
statistics of the Commission, based on carrier reports. 

The total cost for the 1927 period was $158,681,159, as com- 
pared with $159,842,849 for the 1926 period. 

Net tons of coal consumed in the six months ended with 
June amounted to 48,571,648, as against 49,954,812 tons for the 
1926 period. The average cost per ton was $2.67, as against 
$2.62 in the 1926 period. The total cost of coal was $129,580,220, 
as against $131,058,256 in the 1926 period. 

Gallons of fuel oil consumed in the first six months of 1927 
totaled 998,385,529, as against 989,617,271 in the 1926 period. 
The average cost per gallon was 2.91 cents, which was the same 
as the average cost in the 1926 period. The total cost was 
$29,100,939, as against $28,784,593 in the 1926 period. 

In June net tons of coal consumed amounted to 7,224,975, as 
against 7,508,893 tons in June, 1926. The average cost per ton 
was $2.63, as against $2.60 in June, 1926. The total cost was 
$18,976,270, as against $19,553,258 in June, 1926. 

In June gallons of fuel oil consumed totaled 156,725,108, as 
against 158,080,925 in June, 1926. The average cost per gallon 
was 2.79 cents, as against 2.92 cents in June, 1926. The total 
cost was $4,376,027, as against $4,620,644 in June, 1926. 

The total cost of coal and fuel oil in June was $23,352,297, as 
against $24,173,902 in June, 1926. 


LOCATION OF CARS 
The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars 
on line to ownership, Class I, shows that, as of August 1, the 
percentage for the country as a whole was 98.2 as against 97.8 a 
year ago. By districts the percentages were as follows: LEast- 


ern, 97.6 as against 94.6 a year ago, Allegheny, 101.7 as against. 


101.4 a year ago; Pocahontas, 78.9 as against 81 a year ago; 
Southern, 94.1 as against 95.9 a year ago; Western, 100.6 as 
against 100.9 a year ago. Canadian roads reported that the per- 
centage of freight cars on line to ownership as of August 1 was 
97.3, the same as that for last August. 

The percentage of home cars on home roads, Class I, as of 
August 1, was 69.4, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
61.9; refrigerator, 80.5; coal and coke, 73.7; stock, 85.2; flat, 
77.3; tanks and others, 94. By districts the percentages for all 
classes of equipment were as follows: Eastern, 61; Allegheny, 
77.1; Pocahontas, 59; Southern, 66.2; Western, 73.3. 


AVERAGE HAUL OF LUMBER 


The average rail haul of lumber from place of manufacture 
to place of use has practically doubled in the United States in 
ten years, according to the Forest Service, United States De- 
partment of Agriculture. Estimates for 1924 placed it at 725 
miles, whereas in 1914 estimates put it at only 360 miles. 

Inbound lumber to the northeastern states travels an aver- 
age distance over the railroad of 840 milés; to the lake states, 
$10 miles; to the central states, 890 miles; and to the prairie 
states, 1,515 miles. This does not take into account the large 
amounts of lumber that come by water through the Panama 
Canal from the Pacific northwest to the Atlantic coast. 

The northeastern, central and lake states were once great 
lumber producing regions, but are now producing only a small 
fraction of their lumber needs, necessitating the bringing in of 
lumber from great distances. Better and more widespread prac- 
tice of forestry on farm woodlands and the reforestation and 
protection of idle, cut-over and burned-over lands in these states, 
says the Forest Service, will reduce this necessity in time, a8 
they are still potentially large lumber producers. 
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MERCHANDISING FACTORS 


““PUT MONEY IN THY PURSE”’ 






















The Greatest Factor in Any Business Today 
is Fast and Reliable Transportation Service 
at a Reasonable Cost 


Quick Turnover Means Greater Profit 


The Electric Railways in the Central Electric 
Traffic Association are Furnishing Express 
Service at Freight Rates 


For information address L. E. EARLYWINE, Chairman 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


308 Traction Terminal Building, Indianapolis, Indiana 






“Exactly = ty on “T= ony, - Cc: 
; “WATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 






Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D.C. 
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MEN IN TRANSPORTATION 





It is a trite but sound observation that, if something is to 
be accomplished, somebody must see to it that the job is done. 
This is particularly the case with respect to proposed legisla 
tion. Many members of Congress introduce many bills—and 
then, apparently, forget about them. Here and there a member 
introduces a bill and follows it through, if possible, to enact- 
ment into law. 

After the passage of the transportation act in 1920, situa- 
tions developed that, in the opinion of shippers and the Inter- 
state Commerce Commission, required amendment of the inter- 
state commerce act as then amended. A new member of the 
House committee on interstate and foreign commerte attracted 
the attention of those interested in the proposed changes and, 
through cooperation with him, bills embodying the desired 
changes in the act were prepared. This member did not forget 
about the bills thus introduced. Although there was delay in 
obtaining action on them, the issues raised were kept alive and, 





WALTER H. NEWTON 


finally, at the close of the last session of Congress, the Newton 
omnibus bill was passed and was signed by President Coolidge. 

Walter H. Newton, whose name is now used repeatedly to 
identify “an act to amend the interstate commerce act and the 
transportation act 1920, and for other purposes,” represents the 
fifth district of Minnesota in the national law-making body. He 
was elected to the Sixty-sixth Congress and has been re-elected 
to each succeeding Congress. He became a member of the 
House committee on interstate and foreign commerce in 1921. 
It was not long until it became apparent that Mr. Newton was 
applying himself to the study of interstate commerce problems 
and particularly to those problems involving rates, rules and 
practices. 

Members of the National Industrial Traffic League brought 
to Mr. Newton’s attention the need for certain changes in the 
interstate commerce act. Recommendations of the Interstate 
Commerce Commission as to proposed legislation also were con- 
sidered by him. The result was that bills covering the desired 
changes were introduced. Mr. Newton kept on the job. Com- 
mittee hearings finally were obtained. The bills that it was 
determined would be approved by the House committee were 
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then redrafted into the single measure that became the Newton 
bill. It was passed by the House July 2, 1926. Congress ad. 
journed the next day. It became apparent, when Congress met 
the following December, that the fight in behalf of the bill had 
just begun. Members of the Senate interstate commerce com- 
mittee did not appear to be concerned about the measure. After 
much prodding, the committee finally reported the bill to the 
Senate, February 17, 1927. By that time the legislative situation 
in the Senate was such that there was just a chance that the 
bill might get through. If it failed of passage, all the work 
done in getting it through the House would have to be done over 
again at the next session. Mr. Newton stayed on the job. The 
session was rapidly drawing to a close. Meeting the situation, 
the author of the bill obtained approval of the House committee 
on interstate and foreign commerce of a bill that had passed 
the Senate, authorizing carriers to reduce rates in cases of 
emergency, and the Newton bill was made an amendment to 
that bill. The House then passed the amended bill. On March 
4, the last day of the session. the Senate accepted the Newton 
bill as an amendment to the emergency rate bill. The next step 
was to see to it that the President signed the bill. When the 
President came to the Capitol to sign such of the eleventh-hour 
enactments as met his favor, Mr. Newton was there to assure 
the chief executive that the measure should become law. 

The Commission has a friend in Mr. Newton with respect 
to adequate appropriations to carry on the work imposed on it 
by Congress. Before the House committee on appropriations 
and on the floor of the House, he has urged that sufficient money 
be provided for the Commission and has criticized the Bureau 
of the Budget for recommending estimates not regarded as 
adequate. He took the position in the last session of Congress 
that the fact that the House had increased the appropriations 
for the Commission over the amounts recommended by the bu: 
reau, for the last three or four years, indicated to him that there 
was lack of appreciation on the part of the bureau of the im- 
portance of the Commission’s work. 

Constituents of Mr. Newton believe they will obtain relief 
as to transportation charges through the operation of barges on 
the upper Mississippi River. They obtained the support of their 
representative for the establishment of such service. He was 
active in the last session of Congress in obtaining the appro- 
priation of $2,000,000 for the Inland Waterways Corporation, 
part of which was for the new service on the upper Mississippi. 
Recently he appeared before the Commission in support of the 
request of the barge line for establishment of rail-and-barge 
rates and routes in connection with the upper Mississippi serv- 
ice, which the Commission granted. 

Mr. Newton is not only regarded as one of. the prominent 
members of the House committee on interstate and foreign 
commerce but also as among the Republican leaders in the 
House. His home is in Minneapolis, where he was born Octo- 
ber 10, 1880. He was educated in the public schools of Minne- 
apolis and the University of Minnesota Law School, and is a 
lawyer by profession. He served as first assistant county at- 
torney of Minneapolis from 1914 to 1918.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Women’s Traffic Club of Los Angeles held its monthly 
meeting August 17. J. A. H. Kerr, vice-president of the Security 
Trust and Savings Bank and chairman of the harbor and for- 
eign commerce committee of the Los Angeles Chamber of 
Commerce, spoke on “Foreign Trade.” Miss Charlotte Harding, 
Hollywood Fireproof Storage Company, told of the activities of 
the Foreign Trade Club of Southern California, of which the 
traffic club is an associate. member, being represented in that 
organization by its president, Gertrude B. Sears. 





The Traffic Club of ‘Atlanta will hold its first meeting of 


the season about September 12. Meetings of the Traffic Study 
Club will be resumed in October. 





About two hundred of the members, families, and friends 
of the Traffic Club of Jacksonville took a trip aboard the steamer 
City of Jacksonville on the St. John River August 16. Dancing 
and a program of musical numbers provided entertainment. 


Charles M. Tyler and M. M. Frost were in charge of arrange- 
ments. 





The Los Angeles Transportation Club held a golf tournament 
at the Potrero Country Club August 25. 





The Traffic Club of St. Louis will hold its first meeting of 
the fall season at the Chamber of Commerce September 19. 
The club’s bowling league, composed of twelve teams, will have 
its first game September 9. William Richardson is president of 
the Traffic Club Bowling League. 





_ The Traffic Club of Kansas City held its annual picnic at 
the Swope Park band pavilion -August 25. Numerous contests 
and sports, including a baseball game between shippers and car- 
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4 “Good Public Service’ 


SERVICE 
2 to 15 TIMES FASTER— 
At No Greater Cost 


Between 


Newark, Ohio and Zanesville, Ohio 


and 


5,000 Miles of Electric Railway Territory 
in OHIO-INDIANA-MICHIGAN 


Three Trains Daily From Columbus 





24 to 40 Hours 


London, Springfield, Dayton, Urbana, Bellefon- 
taine, Lima, Ft. Wayne, Richmond, Delaware, 
Marion, Bucyrus, Mansfield, Ashland, Massilon, 
Cleveland, Lancaster, Chillicothe, Circleville. 


40 to 60 Hours 


Akron, Canton, Wooster, Toledo, Cincinnati, 
Hamilton, Middletown, Xenia, Findlay, Fostoria, 
Fremont, Troy, Piqua, Detroit, Wyandotte. 


60 to 80 Hours 


Tiffin, Sandusky, Indianapolis, Crawfordsville, 
Connersville, Anderson, New Castle, Logans- 
port, Martinsville, Muncie, Seymour, Terre 
Haute, Lafayette, South Bend, Warsaw, Monroe, 
Battle Creek, Grand Rapids, Saginaw, Flint, 
Muskegon, Kalamazoo, Lansing, Louisville. 


Write for Free Copies of Shippers’ Guide and 
Large Map in Colors. 


Southern Ohio 


Public Service Company 


Llyle E. Bland, Director Public Relations 


Richards Building, Zanesville, Ohio 


“Ship by Traction’’ 
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An 
Inside 
Track 
to 
Greater 
Earning 
Power 


If you have a spark of ambition and ordinary 
intelligence you can quickly qualify as a 
Traffic Expert or Traffic Counsellor—positions 
paying anywhere from double to ten times your 
present salary. 


eG OEADMNCED Ty 


Single Subject, Well Taught! 





offers you the inside track—the quick way—of 
learning all the intricacies of traffic and trans- 
portation law in a short period of pleasant, 
inspiring study. 


Our scientific, progressive, practical problem 
method is a revelation. Nothing else like it. 
— NEW and RADICALLY DIFFER- 


You learn by handling live, actual, meaty 
problems, based on Consolidated Freight Classi- 
fication, exceptions, LEGALLY FILED tariffs, 
I. C. C. and court decisions and publications. 
No theory. No tedious book-reading. 


Thousands who have already enrolled claim 
it is the greatest thing of its kind ever offered 
traffic men. It is so unique and effective that 
it is changing the entire trend of traffic educa- 
tion. 



















Two separate courses—both available through 
resident classes and by mail: 


(1) Traffic Specialization 
(2) Traffic Law and Practice 


Chicago fall resident classes open August 31. 
Mail training available at all times. 


Send the coupon for FREE catalogue. Do it 
NOW. It will surely mean extra dollars in your 


College of Advanced Traffic, Dept. A, FREE 
608-618 S. Dearborn St., Chicago. 


Please send me FREE COPY of your catalogue 
on the following: 
Traffic Specialization 
Traffic Law and Practice 


C) Resident 
C2 Resident 


C) Mail 
C) Mail 








eee ee rere reer eee reer ee eeeereeeeeeeeeeeeeee 


eeoweeeee eee eee es RIV. ee eee eee eereevee 


490 


riers, provided entertainment in the afternoon. There was a 
basket luncheon in the evening, followed by dancing. 


The Oakland Traffic Club held a meeting at the Athens Club 
August 16. There were about sixty present. T. Young, traffic 
agent, Pacific Air Transportation Company, spoke on the prob- 
lems and possibilities of air transportation. Grover Tyler, super- 
intendent of the maintenance department of the Pacific Air 
Transportation Company, explained the nature of the work fall- 
ing to his department. 


The Indianapolis Traffic Club held the fifth of its monthly 
educational meetings at the Spink Arms Hotel August 23, in- 
stead of August’ 25, to enable the club to give a “farewell” to 
Lawrence N. Helm, its president, who left for the American 
Legion convention in Paris August 24. E. C. Lipp was chair- 
man of a special arrangements committee composed of 29 mem- 
bers who were also members of the Legion. Albert Stump 
made a farewell address. F. M. Reynolds, assistant general 
superintendent, Big Four, spoke on “Terminal Transportation.” 
The shipper member and the carrier member who bring in the 
greatest number of new members before October 10 will be 
appointed delegates to the annual meeting of the Associated 
Traffic Clubs of America at Richmond, October 25 and 26. 


The evening of September 8 the Birmingham Traffic and 
Transportation Club will provide entertainment for the members 
of the Southeast Shippers’ Advisory Board in the city for the 
nineteenth regular meeting of the board September 9. 


The monthly meeting of the Junior Traffic Club of Chicago 
will be held at the Palmer House September 1. A moving 
picture, “The Ford Way of Railroading,” will be shown. The 
“August Golf Tournament,” an all-day affair, was held at the 
Cog-Hill Golf and Country Club August 26. 


“Railroad Day,” the object of which is to “bring together 
the freight, passenger, and industrial traffic men for better ac- 
quaintance, social enjoyment, and mutual benefit,” will be held 
at Wilkesbarre, Pa., September 15. Golf will be played at the 
Fox Hill Club in the morning, there will be a baseball game, 
“freight vs. passenger,” in the afternoon at Artillery Park, and 
a banquet in the evening at the Readington Hotel. 


Personal Notes 


Governor Ritchie, of Maryland, has appointed Steuart Pur- 
cell a member of the Public Service Commission of Maryland, as 
successor to Ezra B. Whitman, resigned. William J. Carr has 
been appointed a member of the Railroad Commission of Cali- 
fornia, to fill the vacancy caused by the death of Harley W. 
Brundige. S. S. Smith has been appointed special attorney to 
the Public Service Commission of Georgia, succeeding W. E. 
Watkins. 


Major-General T. Q. Ashburn, chairman and executive, Inland 
Waterways Corporation, spoke at a luncheon at St. Paul August 
25, sponsored by the St. Paul Association of Public and Business 
Affairs, in celebration of the inauguration of barge line service 
on the upper Mississippi. 


The Kansas City Southern has opened a traffic agency at 
Oklahoma City. 


The following appointments have been made on the Cana- 
dian Pacific: H. A. Plow, general freight agent, at Winnipeg; 
A. T. McKean, assistant general freight agent, at Vancouver; 
R. W. Drew, division freight agent, at Calgary, Alta.; K. Elliott, 
division freight agent, at Regina, Sask.; G. A. Staples, district 
freight agent, at Edmonton, Alta., and C. A. Steward, city 
freight agent at Calgary, Alta. 


The following appointments have been made on the Erie: 
E. P. Vandeloo, commercial agent at Albany; Louis McAbee, 
traveling freight agent, at Baltimore; C. B. Courtright, com- 
mercial agent, at New York, succeeding L. J. Burgott, trans- 
ferred; P. R. Davenport, traveling freight agent, at New Haven, 
Conn.; George E. Robb, traveling freight agent, at New Haven, 
succeeding C. A. Rockle, transferred; August A. Guenther, 
coastwise freight agent, at New York, succeeding Mr. Robb; 
H. E. Fee, commercial agent, at Baltimore; M. A. Demsen, com- 
mercial agent, at Toronto; H. Herrmann, commercial agent, at 
New York, succeeding T. A. Dowd, transferred; D. C. Norris, 
commercial agent, at New Haven; and Robert L. Miller, com- 
mercial agent, at Memphis. 

F. B. Ziegler has been appointed commercial agent of the 
Mallory Steamship Company, at Beaumont, Tex., succeeding 
George E. Emery. E. C. Crane has been appointed commercial 
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agent at Waco, Tex., succeeding H. M. Hamilton. Both appoint. 
ments are effective September 1. 

In a further effort to increase foreign commerce through 
the Port of Philadelphia, the Philadelphia Tidewater Terminaj 
has appointed R. D. Jones western traffic manager with offices 
in Chicago. A complete staff of traffic experts will solicit freight 
originating in or destined to Central Freight Association teryj. 
tory, for which all North Atlantic ports are competing actively, 


SOUTHERN CLASSIFICATION DOCKET 


A special docket of the Southern Classification Committee, 
covering subjects to be considered at hearings to be held at 
the Hotel Gibson, Cincinnati, beginning September 20, and at 
the Biltmore Hotel, Atlanta, beginning October 4, is mailed this 
week as a supplement to the regular issue of The Traffic Bulletin, 


STATISTICS OF CARRIERS 


A preliminary abstract of statistics of common carriers for 
the year ended December 31, 1926, issued August 22 by the 
Commission’s bureau of statistics, shows a grand total of 
$23,878,321,585 for investment in road and equipment of steam 
railways as of December 31, 1926. 

The total figure for investment in road and equipment for 
Class I roads were given as $23,202,912,213, divided as follows: 
Class I carriers, $18,662,437,917; lessors to Class I carriers, 
$3,712,184,679; and proprietary companies, $828,289,617. 

The figure for Class II carriers was $569,434,080, divided as 
follows: Class II carriers, $556,729,150; lessors to Class II car- 
riers, $10,092,636; and proprietary companies, $2,612,294. 

The figure for Class III carriers was $105,975,292, divided 
as follows: Class III carriers, $100,722,300; lessors to Class III 
carriers, $5,157,374; and proprietary companies, $95,618. 

Revised figures for 1925, on the basis of the figures shown 
akove, covered a grand total investment in road and equipment 
of $23,217,208,918. As compared with that figure, according to 
the abstract, the grand total for 1926 shows an increase of 
$661,112,667. 

The total number of stockholders of Class I roads, not in- 
cluding switching and terminal companies and lessor companies, 
for the year ended December 31, 1926, was 768,315, of which 
349,288 were credited to the eastern district, 79,727 to the south- 
ern district, and 339,300 to the western district. The total in- 
vestments of these same roads, including investment in road 
and equipment as well as other investments, were $24,371,926,655. 

Total stock of the same Class I roads was listed at $7,733, 
759,664, made up as follows: Stock, $7,685,013,727; -stock liability 
for conversion, $1,772,445; premium on capital stock, $46,973,492. 

Long-term debt of these companies was listed at $11,030, 
026,924. Total corporate surplus was listed at $4,186,731,110. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board will hold its next 
regular meeting at Beaumont, Tex., September 22. Next to the 
reports of commodity committees, which will give conditions that 
obtain in all of the major industries of the southwest, the most 
important subject for discussion will be the cotton situation, 
which is by far the greatest economic factor in the business 
of the territory, as that old crop in the four cotton states within 
the jurisdiction of the southwest board will normally exceed 
one-half of the total American production and equal in value 
all other farm crops combined, according to the announcement 
issued by the board. It is expected that the report of the cotton 
committee will indicate a much smaller production than last 
year, but that the situation presents a more hopeful outlook 
because of better prices and the probability of a profit to the 
producer, which last year’s bumper crop failed to give. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Au 
gust 8-14, inclusive, was 245,291, as compared with 254,324 cars 
in the preceding period, while the average daily shortage re 
ported was 125 gondola cars, according to the car service divi- 
sion of the American Railway Association. The surplus was 
made up as follows: 


Box, 126,026; ventilated box, 314; auto and furniture, 13,949; total 
box, 140,289; flat, 4,616; gondola, 36,055; hopper, 30,075; total coal, 
66,130; coke, 702; S. D. stock, 16,794; D. D. stock, 2,549; refrigerator, 


13,036; tank, 303; miscellaneous, 872. 


Canadian roads reported a surplus of 23,900 box, 275 auto 
and furniture, 400 S. D. stock, 1,300 refrigerator, and 467 mis 
cellaneous cars. 


The abstracts of tariff filings, rejections, suspen: 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 29—Chicago, Ill.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation—Part 9—Live stock, western 
district rates. 
14190—American National Live Stock Assn. et al. vs. A. T. & S. 
F. Ry. et al. 


> a A 2917—Livestock from Western points to Chicago-Milwaukee 
* ter tory 
15565-_Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
ee National Live Stock Assn. et al. vs. A. T. & S. 
F. Ry. et al. 
16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. F. 
Ry. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
19068—Northwestern Live Stock Shippers’ League vs. G. N. et al. 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
19736—Cudahy Packing Co. vs. O. S. L. R. R. et al. 


aa tl 1i—Estes Park, Colo.—Examiner Ames and Commissioner 


* 19813—Colorado Portland Cement Co. vs. A. & W. Ry. et al. 
September 2—Washington, D. C.—Examiner Sullivan: 

Finance No. 6357—Application of Union Belt of Detroit for authority 
to operate certain terminal facilities of the Pennsylvania R. 
Pere Marquette Ry. and Wabash Ry., in or near the city of De- 
troit, Wayne County, Mich. 

September 6—Nashville, Tenn.—Examiner McChord: 
19579 (and Sub. 1)—Travis Smith et al. vs. N. C. & St. L. Ry. 
September 6—Fort Worth, Tex.—Director Mahaffie: 

Finance’ No. 5798—In re application of Ardmore, Vernon & Lub- 
bock Ry. Co. for authority to construct a line of railroad from 
Ardmore, Okla., to Lubbock, Tex. 

September 6—Washington, D. C.—Examiner Quimby: 


Valuation No. 897—In re tentative valuation of the properties of 
the Wabash Ry. et al. 


September 6—Estes Park, Colo.—Commissioner Hall and Examiner 
mes: 
14968—Victor-American Fuel Co. et al. vs. D. & S. L. R. R 


September 7—Chicago, Ill.—Examiner Howell: 
1. and S. No. 2949—Mililwork from points in Wisconsin to points in 
Central territory. 
September 7—Pomeroy, O.—Examiner Johnson: 
19818—Ebersbach Construction Co. vs. L. & N. R. R. 


September 7—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance No. 6355—Application of Mineral Range R. R. Co. for au- 
thority to abandon a portion of its line. 


September 7—Pocomoke City, Md.—Examiner Barron: 
19639—Peninsular Produce Exchange vs. B. C. & A. Ry. et al. 


September 7—Chicago, Ill.—Examiner Boat: 
Fourth Section Application 2040 et al. 


September 7—Atlanta, Ga.—Examiners Money and Esch: 

17000—Rate Structure Investigation, Part 8—Cottonseed, it prod- 
ucts and related articles. 

bry eppmeeees Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 
et al 

19088—The Blanton Co. vs. & V. Ry. et al. 

19141—The Refuge Cotton oir Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter and Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ and Crushers’ Assn. 
et al. vs. Apache Ry. et al. 

sae y=" enemas Cotton Seed Products Corp. et al. vs. A. & V. Ry. 
© 


19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R, et al. 

er neenn Cotton Seed Products Corp. vs. A. & N. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 

19804—National Cotton Seed Products Corp. et al. vs. I. C. et al. 

19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 

1. & S. 2820—Vegetable Oils and related articles in Official Classi- 
fication territory. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central,, Eastern and Southern territories. 
1. & S. 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 

Ind., and Buffalo, N. Y. 
i 2926—Vegetable Oils in Official Classification territory. 
14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oils Co. et al. vs. A. & R. R. R.-et al. 
16300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 

& S. Ry. et al. 
16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. R. R. 


et al. 

17270 (and Sub. 1)—American Linseed Co. et al. 
R. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

—— Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 


. et al. 


W. R. R. 


vs. N. Y¥. S. & W. 


al. 
18879— Texas Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 


1988s Interstate Cotton Oil Refining Co. vs. C. B. & Q. *,' R. et al. 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 


Soptemper T 7—Memphis, Tenn.—Examiner McChord: 


2951—Chairs and chair stock from Boston, Mass., to Mem- 
phis, Tenn. 


September 7—Boston, Mass.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 
September 7—Detroit, Mich.—Special Examiner Rogers: 

19299—Railroad Commission of Wisconsin vs. A. & R. 
(further hearing). 

September 8—Chicago, Ill.—Examiner Howell: 

* |. & S. 2936 (first supplemental order)—Petroleum from Chicago, Ill, 

and St. Louis, Mo., groups to Mississippi Valley points. 
September 8—Memphis, Tenn.—Examiner McChord: 
9702—Memphis-Southwestern Investigation. 

13535 et al—Consolidated Southwestern Cases. 

Fourth Section Application No. 13044—Rates on cast iron pipe and 
fittings in 9702 territory. 

September 8—Washington, D. C.—Examiner Weems: 

17704—G. W. —_ trading as Harp and Company, successors to 

Carter & Harp Co. vs. S. A. L. Ry. 
Copter 8—Portsmouth, O.—Examiner Johnson: 

19638—Chamber of Commerce of Portsmouth, O., vs. N. & W. Ry. 
September 8—Pittsburgh, Penn.—Examiner Williams: 

19560—Berney Bond Glass Company vs. B. & A. R. R. et al. 

19724—McClain Sand Company vs. Monongahela Ry. et al. 
September 8—Chicago, Ill—Examiner Howell: 

1. & S. No. 2936—Petroleum from Chicago, IIl., 
groups to Mississippi Valley points. Portions of Fourth Section 
App. Nos. 1613 et al., filed by Agent A. D. Hall et al. 

September 8—Washington, D. C.—Examiner Potter: 

Valuation No. 1013—In re tentative valuation of the property of the 
Illinois Northern Ry. 

September 8—Kansas City, Mo.—Examiner Brown: 

1. & S. 2941—Asphalt and petroleum road oil from South Pacific 
Coast Territory and intermediate points to Kansas City and St. 
Louis, Mo., Transcontinental. 

September 9—Chicago, Ill.—Examiner Boat: 

* Fourth Section Application 13176, filed by B. T. Jones. 
September 9—Washington, D. C.—Examiner Molster: 

Finance No. 6384—A pplication of Great Northern Ry. Co. for au- 

thority to acquire control of the Oregon, California & Eastern Ry. 
September 9—San Antonio, Tex.—Examiner Walsh: 
15338—Gugenheim Goldsmith Co. et al. vs. G. H. & S. A. Ry. et al. 
(further hearing for the purpose of permitting the Pruitt Com- 
mission Co. to prove that it was damaged). 
September 9—Easton, Pa.—Examiner Barron: 

19622—Western Paper Makers Chemical Co. vs. A. C. L. R. R. et al. 

19782—Empire Size & Chemical Corp. vs. A. B. & C. R. R. et al. 
September 9—Memphis, Tenn.—Examiner McChord: 

17643 (and Sub. Nos. 1 and 2)—William Fraser, Jr,, Inc., vs. A. 

Cc. L. R. R. et al. 
18165—William Fraser, Jr., Inc., vs. I. C. R. R. et al. 
18016—Wm. Fraser, Jr., vs. D. L. & W. R. R. et al. 
September 9—Washington, D. C.—Examiner bea ag 

19799—Middle Creek Coal Co. et al. vs. B. & O. R. R. et al. 
September 9—Elmira, N. Y.—Examiner Brennan: 

Valuation No. 776—In re tentative valuation of the property of the 

New Jersey, Indiana & Illinois R. R. 
September 9—Chicago, Ill—Examiner Howell: 

1. & S. 2918 (and ist, 2nd and 8rd supplemental orders)—Tolerance 

Val. Dkt. No. 1033—In re East and West Coast Railway. 

Val. Dkt. No. 1039—In re Macon, Dublin & Savannah R. R. Co. 

Val. Dkt. No. 1036—In re Charlotte Harbor & Northern Ry. Co. 

Val. Dkt. No. 1043—In re Tavares and Gulf R. R. Co. 

September 9—Kansas City, Mo.——Examiner Brown: 

I 2943—Restriction of combination rule on sand between 
Kansas City, Mo., and points in Kansas and Missouri. 
September 9—Norfolk, Va.—Examiner Fuller: 

1. & S. No. 2960—Lighterage or Transfer of cottonseed or other 

vegetable oils in New York Harbor when from southern territory. 
September 9—Pittsburgh, Pa.—Examiner Williams: 

9776 (and Sub. No. 1)—Carnegie Steel Company et al. vs. Penn. 
R. R. et al. 

September 9—Muskogee, Okla.—Examiner Maidens: 
19370—Merchants’ and Manufacturers’ Traffic Bureau et al. vs. Ark. 
& La. Mo. Ry. et al. 

19443 (and Sub. No. 1)—Merchants’ and Manufacturers’ Traffic Bu- 

reau et al. vs. K. O. & G. Ry. et al. 
September 9—Chicago, Ill—Examiner Boat: 

a Application No. 13061, amended, filed by B. T. Jones, 

agen 


Fourth Section Application No. 13071, filed by B. T. Jones, agent. 
Fourth Section Application No, 1841 et al. 


September 10—Terre Haute, Ind.—Examiner Johnson: 
9653—-Interstate Sand & Gravel Co. vs. Wab. Ry. et al. 
19834—-Terre Haute Chamber of Commerce vs. A. & W. Ry. et al. 


September 10—Muskogee, Okla.—Examiner Maidens: 
19445—Mid-West Fruit Company vs. G. C. & S. F. Ry. et al. 


September 12—Chicago, Ill—Examiner Howell: 
19513—Inter-Cities Oil Company vs. B. & O. R. R. et al. 
19825—Goodwillie-Green Box Company vs. C. M. & St P. Ry. et al. 


September 12—Norfolk, Va.—Examiner Fuller: 


5. —, S. No. 2905—Sawmill logs from North Carolina to Virginia 
points. 


1. and E. No. 2950—Cotton handled by barge to and from Norfolk, 
Va., cotton warehouses. 


September 12—Tulsa, Okla.—Examiner Maidens: 


— Cane Sub. No, 1)—Barnsdall Refineries, Inc., et al. vs. Santa 
ee 


19609—-Standard Oil Company of Louisiana vs. Santa Fe et al. 


a ae oy mf 12—St. Louis, Mo.—Examiner Ames: 

1. & S. 2934 (first and second supplements)—Off-track station and 
constructive receipt and delivery of freight at St. Louis, Mo., a nd 
East St. Louis, Il. 

19594—Transfer of freight within St. Louis and East St. Louis by 
dray and truck for and on behalf of railroads. 
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Gulf-Pacific Coast Cargo Service 


CHICAGO BIRMINGHAM 
Harry Rogers H. B. Rox 
913 Straus Bldg. 201 Brokers Bldg. 
Phone Wabash 6822 Phone 4-4362 


MODERN ALL-STEEL SHIPS 
Between-Deck Stowage 


Twice- Monthly Sailings 
A Dependable Company 





ST. LOUIS MOBILE 


Irving H. Heller Munson §.S. Lines 
1204 Pierce Bldg. Pier 8, M. & O. Docks 
Phone GArfield 0390 Phone 4097 


NEW ORLEANS 


Lykes Bros. 
925 Whitney Bldg. 
Phone MAin 4321 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 


900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Finkbine-Guild Transportation Co. 


E. L. THROGMORTON P. A. JORDAN 
Acting Manager General Offices: Asst. Traffic Manager 


GULFPORT, MISSISSIPPI 
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September 12—Washington, D. C.—Examiners Marchand and Walsh: 
Valuation No. 875—In re tentative valuation of the properties of 
the Philadelphia & Reading Ry. et al. 
Valuation No. 738—Atlantic City R. R. Co. 
Valuation No. 762—Catasauqua and Fogelsville R. R. Co. 
Valuation No. 772—Chester & Delaware River R. R. Co. 
Valuation No. 680—Gettysburg & Harrisburg Ry. Co. 
Valuation No. 624—Middletown & Hummelstown R. R. Co. 
Valuation No. 481—North East Pennsylvania R. R. Co. 
Valuation No. 490—Perkiomen R. R. Co. 
Valuation No. 711—Philadelphia & Chester Valley R. R. * 
Valuation No. 748—Philadelphia, Newton & New York R. R. 
Valuation No. 752—Pickering Valley R. R. Co. 
Valuation No. 622—Port Reading R. R. Co. 
Valuation No. 766—Reading and Columbia R. R. Co. 
Valuation No. 623—Rupert & Bloomsburg R. R. Co. 
Valuation No. 708—Stony Creek R. R. Co. 
Valuation No. 662—Williams Valley R. R. Co. 
Valuation No. 827—Ironton R. R. Co. 
Valuation No. 819—Tamaqua, Hazleton & Northern R. R. Co. 
Valuation No. 1026—In re tentative valuation of the property of 
the Philadelphia Belt Line R. R. 


September 12—Washington, D. C.—Examiner O'Neill: 
Val. Dkt. No. 1018—In re tentative valuation of the property of the 
Butte, Anaconda & Pacific Ry. Co. 


September 12—Washington, D. C.—Examiner Macomber: 
Val. Dkt. No. 1003—In re tentative valuation of the property of 
the Northwestern Railroad Company of South Carolina. 


September 12—Washington, D. C.—Examiner Weems: 
19656—James O’Meara & Cut Stone Contracts of Washington, D. C. 
vs. B. & O. R. R. et al. 
allowance on weighing and reweighing of empty and loaded cars. 
1. & S. 2918 (4th supplemental order)—Tolerance allowance on weigh- 
ing and reweighing of empty and loaded cars. 


September 12—Kansas City, Mo.—Examiner Brown: 
19583—-United Clay Products Corp. vs. A. & S. Ry. et al. 


September 12—Columbia, Miss.—Examiner McChord: 
19760—Columbia (Miss. ) Chamber of Commerce vs. I. C. R. R. et al. 
September 12—Erie, Pa.—Examiner Williams: 
17035—Erie Bolt & Nut Co. et al. vs. B. & O. R. R. et al. (further 
hearing, solely on question of reparation). 


September 12—Austin, Tex.—Examiner Walsh: 
15296—Harding Glass Co. vs. A. T. & S. F. Ry. et al. (further hear- 


ing). 
1. & S. 2899—Window glass and rough rolled glass from, to and 
between points in the southwest. 


September 12—Detroit, Mich.—Examiner Brennan: 
9444—Detroit Chemical Works vs. B. & O. R. R. et al. 
19600—Wilson Foundry & Machine Co. vs. A. A. R. R. 


September 12—Washington, D. C.—Examiner Faris: 
Val, Dkt. No. 1031—In re tentative valuation of the property of the 
Seaboard Air Line Ry. et al 
Val. Dkt. No. 607—In re Savannah & Statesboro Ry. Co. 
Val. Dkt. No. 649—In re Charlotte, Monroe & Columbia R. R. Co. 
Val. Dkt. No. 681—In re Tampa Northern R. R. Co. 
Val. Dkt. No. 687—In re Tampa & Gulf Coast R. R. Co. 
Valk, Dkt. No. 1015—In re Raleigh and Charleston R. R. Co. 
Val. Dkt. No. 1016—In re Tampa Union Station Company. 
Val. Dkt. No. 1024—In re Athens Terminal Company. 
Val. Dkt. No. 1011—In re Florida Central and Guif Railway. 
Val. Dkt. No. 1032—In re Chesterfield and Lancaster R. R. Co. 


September 12—Pittsburgh, Pa.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


September 13—New York, N. Y.—Examiner Barron: 
19682—Vacuum Oil Co. vs. Pa. R. R. et al. 
19783—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 


September 13—Washington, D. C.—Examiner Molster: 

* Finance No. 6359—Application of St. Louis, San Francisco & Texas 
Ry. for authority to acquire and operate the properties of Paris 
& Great Northern R. R., to assume certain obligations, and to 
issue capital stock. 

September 13—Kansas City, Mo.—Examiner Brown: 
9690—Sheffield Steel Corp. vs. M.-K.-T. R. R. et al. 


September 13—Cleveland, Ohio—Examiner Williams: 
19756—The Glidden Company vs. A. C. & Y. Ry. et al. 


September 13—Chicago, Ill—Examiner Howell: 
9429—-Clarkson Glue Company vs. C. B. & Q. R. R. et al. 
= Topeka & Santa Fe Ry. Co. et al. vs. B. & O. R. R. 
e q 


September 13—Tulsa, Okla.—Examiner Maidens: 
9829—The Carter Oil Company vs. Santa Fe et al. 
15620—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 
September 13—Norfolk, Va.—Examiner Fuller: 
19717—Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. R. R. et al. 


September 13—St. Louis, Mo.—Examiner Johnson: 
1. & S. 2952—Barrels or drums, iron or steel, from Northern points, 
also Memphis and Nashville, Tenn., to the Mississippi Valley. 
September 14—Albany, N. Y.—Special Examiner Rogers: 
9299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


September 14—Cleveland, O.—Examiner Williams: 
i. & S. 2912—Crushed stone from Gibsonburg, 
Woodville, O., to Detroit, Mich. 


September 14—Washington, D. C.—Examiner Weems: 
9561 (and Sub. 1)—American Hawaiian §S. S. Co. et al. 
R. BR. et al. 
September 14—Kalamazoo, Mich.—Examiner Brennan: 
19701—H. J. Lewis Co. et al. vs. St. L.-S. F. Ry. et al. 
19781—Andrews Bros., Inc., et al. vs. Amer. Ry. Exp. Co. et al. 


September 14—Kansas City, Mo.—Examiner Brown: 

19625—Independent Sand Co. et al. vs. A. T. & S. F. Ry. 
September 14—New Orleans, La.—Examiner McChord: 

5348—Krauss Brothers Lumber Co. vs. Director General, as agent, 

Southern Ry. et al. 

19099—Willow Springs Creamery Co., Inc., vs. I. C. R. R. et al. 
September 14—New York, N. Y.—Examiner Barron: 

9761—Ault and Wiborg Co. of New York vs. B. & O. R. R. et al. 
September 14—Chicago, Ill.—Examiner Howell: 

19465—American Farm Bureau Federation vs. A. & B. B. R. R. et al. 
September 14—St. Louis, Mo.—Examiner Johnson: 

9559 (and Sub. Nos. 1 to 4, incl.)—Murphysboro Paving Brick Co. 
vs. A. C. L. R. R. et al. 


et al. 


Maple Grove and 


vs. Erie 
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September 14—Norfolk, Va.—Examiner Fuller: 
19581—Old Dominion Paper Company, Inc., vs. Aberdeen & Rock- 
fish R. R. et al. 
September 14—Washington, D. C.—Examiner Walter: 
Val. Dkt. No. 1019—In re tentative valuation of the property of the 
Chicago, West Pullman & Southern R. R. Co. 
September 14—Tulsa, Okla.—Examiner Maidens: 
8312—Tulsa Traffic Association et al. vs. Santa Fe et al. 
September 14—Washington, D. C.—Examiner Walton: 
Val. Dkt. No. 1020—In re tentative valuation of the property of the 
Lake Terminal Railroad Company. 
September 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 1017—In re tentative valuation of the property of the 
N. Y. Connecting R. R. 
mr 14—St. Louis, Mo.—Examiner Boat: 
upplemental Fourth Section Order No. 7542, enterd May 8, 1923, 
in No. 9702, Memphis-Southwestern Investigation, and applica- 
tions covered thereby (further hearing). 
September 15—Chicago, Ill—Examiner Hoy: 
* 19920—In the matter of intrastate fares of the Chicago, North Shore 
& Milwaukee R. R. within the states of Illinois and Wisconsin. 
September 15—New York, N. Y.—Examiner Barron: 
19777—United States Cold Storage Co. vs. A. T. & S. F. Ry. et al. 
September 15—Kansas City, Mo.—Examiner Brown: 
1. & S. 2965—Cancellation of rate and restriction of combination 
rule on stock cattle in W. T. L. territory. 
September 15—New Orleans, La.—Examiner McChord: 
19667—Inland Waterways Corp. operating Miss.-Warrior Service et 
al. ve._5. A. . Ry. ot al. 
1. & _ —— Paper from Lakes Charles, La., to Shreve- 
port, _ 
September 15—Chicago, Il]l.—Examiner Howell: 
9699—The St. Louis Coke & Iron Corp. vs. A. G. S. R. R. et al. 
September 15—St. Louis, Mo.—Examiner Johnson: 
9725—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
19745—Milne Lumber Co. vs. V. S. & P. Ry. et al. 
September 15—Fort Worth, Tex.—Examiner Walsh: 
1. & S. 2919—Live stock from Texas points to Cincinnati, O., Louis- 
ville, Ky., and Indianapolis, Ind. 
September 15—Washington, D. C.—Director Burnside: 
inance No. 313—In re Bingham and Garfield Railway Company. 
Finance No. 681—In re Nevada Northern Railway Company. 
Finance No. 768—In re Ray and Gila Valley Railroad Company. 
September 15—Tulsa, Okla.—Examiner Maidens: 
7 4 Sub. No. 1)—Cities Servic. Oil Company et al. vs. Santa 
e et al. 
September 16—Kansas City, Mo.—Examiner Brown: 
* |, & S. 2969—Switching charges at Kansas City, Mo.-Kan. 
September 16—Toledo, O.—Examiner Williams: 
19330—Indianapolis Board of Trade vs. A. C. & Y. Ry. et al. 
1. & S, 2954—Grain, grain products, and by-products from points in 
Ohio to points in . Va, O., and Ky. 
September 16—Tulsa, Okla.—Examiner Maidens: 
19608—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
* 19891 -The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 


September 16—New York, N. Y.—Examiner Barron: 
9714—United Paperboard Co., Inc., vs. Cent. Vt. Ry. et al. 
19684—United Paperboard Co., Inc., vs. B. & O. R. R. et al. 
September 16—Ft. Worth, Tex.—Examiner Walsh: 
1. & S. 2944—Furnishing cars for the movement of live stock from 
points in the southwest. 
September 16—Milwaukee, Wis.—Examiner Brennan: 
17266—National Tinsel Mfg. Co. vs. C. & N. W. Ry. et al. 
September 16—St. Louis, Mo.—Examiner Johnson: 
19637—Alton Brick Co. et al. vs. A. & E. R. R. et al. 


September 16—Lynchburg, Va.—Examiner Fuller: 
19202—Traffic Bureau-Chamber of Commerce (Lynchburg, Va.) vs. 
A. C..%. BR. H. ot al. 
1. and S. No. 2939—In re rates on vehicles from North Carolina and 
Virginia points to southern and eastern points. 


September 16—St. Louis, Mo.—Examiner Boat: 
* Fourth Section Application No. 12523, filed by F. L. Speiden. 


September 16—Argument at Washington, D. C.: 

Finance No. 5919—Application of C. R. I. & P. Ry. for authority 
to abandon the use of certain lines of Denver & Rio Grande 
Western R. R. 

Finance No. 6173—Application of Western Maryland Ry. for au- 
thority to acquire control of the Chesapeake & Curtis Bay R. R. 
by purchase of capital stock. 


September 16—Washington, D. C.—Examiner Weems: 

* 13158—Nelson Fuel Co. et al. vs. C. & O. Ry et al. (Further hearing 
to determine amount of reparation due complainants under the 
decision of Commission). 


September 16—Tulsa, Okla.—Examiner Maidens: 

15255 (and Sub. 1)—Chestnut & Smith Corp. et al. vs. A. & R. R. R. 
et al. (further hearing). 

September 17—St. Louis, Mo.—Examiner Johnson: 

19742—Walsh Fire Clay Products Co. vs. A. B. & A. Ry. et al. 
September 17—Kansas City, Mo.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 

September 17—Biloxi, Miss.—Examiner McChord: 

1. & S. 2942—Oyster Shells to, from and between Southern and 
Southwestern points. 

September 19—Washington, D. C.—Assistant_ Director Burnside: 
inance No. 6229—In the matter of applicafion of Pitsbturgh & West 
Virginia Ry. for authority to construct an extension of its line of 
railroad from Cochran’s Mill to Connellsville, Pa. 

September 19—Chicago, Ill.—Examiner Howell: 
930i1—-Swift & Co. et al. vs. A. C. & Y. Ry. et al. 

September 19—Marinette, Wis.—Examiner Brennan: 

19766—P. M. Allen, receiver Peshtigo Paper Co. vs. M. St. P. & S. 
S. M. Ry. et a. 
September 19—New York, N. Y.—Examiner Barron: 
19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

September 19—Oklahoma City, Okla.—Examiner Maidens: 

19796—Boswell-Haynes Co. et al. vs. A. T. & S. F. Ry. et al. 

September 19—Mobile, Ala.—Examiner McChord: 
9591—Mobile Chamber of Commerce and Business League vs. A. & 
L. M. Ry. et al. 
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When winter comes, with sleet and 
slush—when bleak March winds make 
spring remote .... fortunate those 
who live in the South, where others 
come for sunshine and health. 


Here the farmer is not subjected to 
the rigors of Northern winters. Heand 
his family and his crops do well where 
the outdoor months number twelve. 
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The Southern Railway Syse 
tem operates three of Amer- 
ica’s most notable trains :— 
TheCRESCENTLIMITED, 
between New Orleans and 
New York; the ROYAL 
PALM, between Florida and 
Chicago; and the QUEEN 
AND CRESCENT: LIM- 
ITED, between Cincinnati 
and New Orleans. 


ons 


The Development Seruice of 
Southern Railway System 
Washington, D.C., will 
gladly aid in securing indus- 
trial locations, farms an 
home sites in the South. 









PY, I said, whose home is here“ 


Industry also profits from the bless- 
ings of the climate. In the pete 
factories of the South people wor 

in the sunshine—and they live in 
well-kept, healthy communities. 


Strong of stature, healthy and ener- 
getic, the Southern people the year 
round reap the benefits of a moderate 
climate. 
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September 19—Ft. Worth, Tex.—Examiner Walsh: 
1. & S. 2933—Grain from Texas to Southeastern and Mississippi 
Valley Destinations. 
September 19—St. Louis, Mo.—Examiner Johnson: 
19552—-Blackmer & Post Pipe Co. et al. vs. A. & W. Ry. et al. 


September 19—Salina, Kan.—Examiner Brown: 
9778—The Wichita Chamber of Commerce et al. vs. Santa Fe et al. 
ber x” anane Chamber of Commerce et al. vs. A. T. & S. F. Ry. 


19862" “Saline Chamber of Commerce et al. vs. A. C. L. R. R. et al. 


September 19—Lima, O.—Examiner Williams: 
19660—E. C. Dailey vs. B. & O. R. R. et al. 


September 19—Washington, D. C.—Examiner Corbitt: 
Valuation No. 882—In re tentative valuation of the property of the 
West Side Belt R. R. 
Valuation No. 835—In re tentative valuation of the Pittsburgh & 
West Virginia Ry. 


September 19—Winston-Salem, N. C.—Examiner Fuller: 
9772—Columbia Sand Company, Inc., vs. S. A. L. Ry. et al. 


Soptemoer 19—Memphis, Tenn. —Examiners Money and Esch: 
000—Rate Structure Investigation, Part 8—Cottonseed, its prod- 
ucts and related articles. 

l. & S. 2820—Vegetable Oils and related articles in Official Classi- 
fication territory. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
we territory to Central,, Eastern and Southern territories. 
1. & S, 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 

Ind., and Buffalo, N. Y. 

& s. 2926—Vegetable Oils in Official Classification territory. 
Pim at. Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oils Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 

& S. Ry. et al. 
ba 1” epeeomaaaeed Assn. of Chicago Heights vs. B. & O. R. R. 


17270"(ama ~ a 1)—American Linseed Co. et al. vs. N. ¥. S. & W. 
a et a 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 


et al. 

tesreytemas Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 
et a 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & q. R. R. et al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 

ne Cotton Seed Crushers’ Assn. vs. C. R. Il. & P. Ry. 
et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et.al. vs. A. & V. Ry. et al. 

19162—-The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter and Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

ee Cotton Seed Products Corp. et al. vs. A. & V. Ry. 
et al. 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

—_— Cotton Seed. Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & . > R. R. et al. 

19336—Portsmouth Cotton Oil Refg. Co. vs. D. & W. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pm, Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 

19804—-National Cotton Seed Products Corp. et al. vs. I. C. R. R. 


et al. 
19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 
September 19—Washington, D. C.—Examiner Davis: 

Finance No. 4818—Application of Chesapeake & Ohio Ry. for au- 
thority to construct lines of railroad in Mingo, Wyoming & Ral- 
eigh counties, W. Va. 

Finance No. 5161—Application of Guyandot & Tug River R. R. for 
authority to construct a railroad in Mingo and Wyoming counties, 


Finane ha "No. 6067—Application of Virginia & Western Ry. for au- 
ty to construct a line of railroad in Wyoming and Mingo 
ion W. Va. 


September 20—Chicago, Ill.—Examiner Howell: 
bs ae om Poultry, Butter and Egg Assn. et al. vs. A. & R. 
. R. eta 


September 20—New York, N. Y.—Examiner Barron: 
18725—The Ceramic Traffic Assn. vs. Penna. R. R. et al. 


September 20—Oklahoma City, Okla.—Examiner Maidens: 
19467—Baker-Hanna-Blake Co. et al. vs. A. & R. R. R. et al. 


Sons, ae, D. C.—Commissioner Meyer and Examiner 
rezise: 
18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 


September 20—Ft. Wayne, Ind.—Examiner Williams: 
9666—Brocks Construction Co. vs. N. Y. C. R. R. 


September 20—Washington, D. C.—Examiner Boyden: 
Valuation No. 1006—In re tentative valuation of the properties of 
the Mo. Pac. R. R. et al. 


Traffic Service es See 


THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 
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RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


Vol. XL, No. 9 


Valuation No. 410—In re tenative valuation of the property of the 
Arkansas Central R. R. 
Valuation No. 818—In re tentative valuation of the property of the 
Natchez & Southern Ry. 
Valuation No. 957—In re tentative valuation of the property of the 
Natchez & Louisiana Ry. Transfer Co. 
Valuation No. 967—In re tentative valuation of the property of the 
Coal Belt Electric Ry. 
Valuation No. 970—In re tentative valuation of the property of the 
Union Ry. (Memphis, Tenn.), et al. 
ae ye 21—Keokuk, Ia.—Examiner Johnson 
1. & S. 2953—Moulding sand, from Dallas City, Ii.., 
and Keokuk, Ia, 
September 21—Ft. Worth, Tex.—Examiner Walsh: 
8420 (and Sub. 1)—Standard Battery Mfg. Co. vs. K. C. S. Ry. et 
al. (Further hearing.) 
a Fa S. No. 2958—Stock cattle from Wichita, Kan., to Kansas City, 
an. 


September 21—Montgomery, Ala.—Examiner McChord: 
1. & S. 2915—Barrels, half-barrels or kegs, from Chicago, IIl., to 
Montgomery, Ala. 
September 21—St. Paul, Minn.—Examiner Boat: 
—" Section Application No. 13168, filed by M. St. P. & S. S. M. 


y. 
Fourth Section Application No. 835, filed by Great Northern Ry. 
* Fourth Section Application Nos. 834, 836 and 837, filed by Great 
Northern Ry. 

September 21—Hutchinson, Kans.—Examiner Brown: 
19431—-Grovier-Starr Produce Co. vs. C. R. I. & P. Ry. et al. 
19814—Hutchinson Paper Co. vs. C. R. I. & G. Ry. et al. 

September 21—Washington, D. C.—Examiner Hays: 

Val. Dkt. No. 1021—In re tentative valuation of the properties of 
the Maryland and Pennsylvania Railroad Company et al. 

Septeneer 21—Minneapolis, Minn.—Examiner Brennan: 

. & S. 2932—Transit on logs and lumber from northwestern points 
“to eastern destinations, transcontinental. 

September 21—Indianapolis, Ind.—Examiner Williams: 
19665—Alexandria Paper Co. vs. A. T. & S. F. Ry. et al. 

September 22—Washington, D. C.—Examiner Hendon 

* Valuation No. 969—In re tentative valuation of the property of the 

G. H. & H. R. R. (further hearing). 

September 22—Wichita, Kans.—Examiner Brown: 
19039—Arkansas City Sand Co. et al. vs. A. T. & S. F. Ry. et al. 
19768—The Wichita Chamber of Commerce et al. vs. A. T. & S. F 

Ry. et al. 

September 22—McAlester, Okla.—Examiner Maidens: 
19800—Hale-Halsell Co. vs. A. T. & S. F. Ry. et al. 

September 22—Ft. Worth, Tex.—Examiner Walsh: 
19089—Live Stock Traffic Assn. et al. vs. A. & S. Ry. et al. 

Septoester 22—Minneapolis, Minn.—Examiner Brennan: 

19568—Gamble Robinson Co. vs. Nor. Pac. Ry. 
19604 (and Sub. 1)—Carpenter Oil Co. vs. A. T. & S. F. Ry. et al. 

September 22—Tampa, Fla.—Examiner Fuller: 
19705—Southeastern Sand and Gravel Co. vs. A. C. L. R. R. 

ee ee 23—Galesburg,, Ill—Examiner Johnson: 

19508—Galesburg Horse & Mule Co. et al. vs. A. T. & S. F. Ry. etal. 


September 23—Richmond, Ind.—Examiner Williams: 
19743—-Swayne, Robinson & Co. vs. B. & O. R. R. et al. 


September 23—Minneapolis, Minn.—Examiner Brennan: 
19780—Cargill Commission Co. vs. Andrew W. Mellon, Director Gen- 
eral of Railroads, as Agent, operating the Great Northern Ry. 
19536—Independent Fruit Co. et al. vs. C. & A. R. R. et al. 


September 23—Lakeland, Fla.—Examiner Fuller: 
19543—Home Building Supply Company vs. A. C. L. R. BR. et al. 


eptember 23—Montgomery, Ala.—Examiner McChord: 
1. & S. 2916—Restriction in routing on live stock from A. C. L. R, R. 
stations in Fla. 


September 23—New Bedford, Mass.—Examiner Barron: 
19788—New Bedford Board of Commerce vs. A. & W. P. R. R. et al. 


Seton. 23—Wichita, Kans.—Examiner Brown: 
19659—The Coleman Lamp & Stove Co. vs. A. T. & S. F. Ry. et al. 


a gy 24—Wichita, Kans.—Examiner Brown: 
. & S. 2964—Brooms from the Middle West to South Pacific Coast 
territory. 


September 24—Minneapolis, Minn.—Examiner Brennan: 
19817—Drake Marble & Tile Co. et al. vs. Sou. Ry. et al. 


September 24—Ocala, Fla.—Examiner Fuller: 
18276—W. Luffman & Sons vs. S. A. L. Ry. et al. 

September 24—Ogden, Utah—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


September 26—Ft. Smith, Aap —Examiner Maidens: 
* 1. & S. 2947—Potatoes, ‘c. L , from Montana points on Gt. Nor. and 
Nor. Pac. Rys. to points in Transcontinental Groups D and E. 


September 26—Wichita, Kan.—Examiner Brown: 
* |, & S. 2968—Restriction in routing traffic from defined territories 
for export to Mexico via the Fort Worth & Denver City Ry. 
September 26—Washington, D. C.—Examiner Macomber: 
* Valuation No. 1029—In re tentative valuation of the property of the 
Union Transportation Co. 


to Burlington 
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LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express—Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. ; 
15 East 26th St., New York. 155 No. Clark St., Chicago 
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we. | roe replacing Non-Expanding 
" § Files, Box Drawers and Binders 
ns, t TABLE OF CONTENTS because they save time and space 




















































Ss. M. 
| Every tariff and supplement 
deecat instantly available. You can 
remove or replace any issue 
without disturbing others. 
You can read the whole front 
es of EPCOS: ao os sisitnisldninessiiarovaioions eco t1o'p'a:510ivi wi SS Cele bibial0 be -ersi ere a hiss eiere 505 form of any tariff without 
. X77 removal from the file. Self- 
DECISIONS OF THE COMMISSION: We ‘eden. 
oints 
McClintock-Trunkey Co. et al. vs. McCormick Steamship Co. 
et al.; case 16796; also 17562, Montana Commission et al. vs. A gentle push to close the 
Bay Transport Co. et al.; sugar and canned goods (mimeo- drawer and all tariffs are 
et an tn ak eh Oo ee AGne contgeneen, ane 
u L f° 3 3. ° e ve > ¢ 
f the re errr re a & 510 cally, into the least space. 
Comsat * Ke Mf ties’ & S. F. et al.; case 17432; switching _ These patented features and other advantages may now be 
t al. <« Se ee ee re ee ee Mi ape 00 Gero t:4:eteie aces * ine of tariff files on the market. 
s. "4 Southern Kansas Millers’ Club et al. vs. A. T. & S. F.; case had in the most complete | . 
18923; grain switching (mimeographed)............cceecseces 511 5 DRAWERS IN 4 
Sofranscy, S., Co. vs. Reading; case 18544; scrap iron (mimeo- e . ‘ 7 
CE il ETE IE SEG SEG Pee Fe RE, RES Se HN 511 There are 120 reference filing inches in 4 Automatic drawers 
Woodward Auto Co. vs. C. M. & St. P. et al.; case 18430; which are equal to that of 5 Non-Expanding files. 
SATEEN: CUMIN oon 6.6 00.00 visite se ceebcseeceeveere 511 
Eblin and Co. vs. N. C. and St. L. et al.; case 18674; cotton- 30 DAYS’ FREE TRIAL! 
SOOM SHAVINGE CRIMCOBFEDNCE) oioccciccdcciccccsedcepedicweedos 512 
al. Limestone, fluxing, from and to points in Trunk Line terri- Write today for Free Trial and special factory-to-user propo- 
tory: 15. Sm Be. BZOES CimIMIGORTAROGD o.oo. 5 occ ccc chs 60s Cow ss 512 sition or Automatic Agency in your city — also new steel 
catalog No. 27T. 
tal PROPOSED REPORTS IN 1. C. C. CASES........ ccc ccc cc ccc cccee 513 
oe Automatic File & Index Co., E. 10th St., Green Bay, Wis. 
LOSS AND DAMAGE DECISIONS................0.ccceeeeeceeeee 521 Factory Branch Displays at.Chicago and Milwaukee 
Gen- MISCELLANEOUS TRAFFIC DECISIONS.....................005 521 
COORDINATED TERMINAL SERVICES (Article No. 9)—By G. 
COGN UIE io Ci dic o-0 wea Fave c 5:5.355 bg CRE Ea 8 oe So 6 oieibbre eased Secs ees 523 The Popular 
%. R OCEAN SHIPPING NEWS 527 Antomesic 
COPE SOHO SE HOH SHEE SEH OH EOE S CEO EC OE ESOS oO Counter- High 
t al. nis: Ia a i a I as 532 File---handles 
5, feet of 
t al. QUESTIONS AND ANSWERSG....................ccccecceccceeeees 536 solid tariffs. 
‘oast 
_ EE OTT IARI sir 542 
PERSONAL NEWS AND NOTESG...................05: eta 542 Automatic conven- 
ience plus handy 
counter, reference top 
DOCKET OF THE COMMIGBION,. 2.0.5 50-0 ccicsccc ctesceWSds voanees 544 and office divisions at 
cost of merely files. 
No. 3500T COUNTER HIGH Tariff File, 
and 42 in. high, 11%, wide, 24% deep. Bolt to- 
EB. gether into solid appearing continuous 
—_—_—— counters. Contains 3 Automatic V Ex- 
ries panding Tariff Files. 
the 
Among the prominent Automatic users is 
ak THE TRAFFIC SERVICE CORPORATION ’ The Continental Oil Co. of Denver 
WASHINGTON HICAGO , : . a, 
MILLS BUILDING 418-430 § ane STREET An Automatic Tariff File counter in the general offices of the 


Continental Oil Co. They also are users of other Automatic 


Phone, Main 3840 8635 : 
' a, Soe Equipment . . . for correspondence, etc. 
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Y American Chain of Warehouses, Inc. 


eee” 


at 


1 
| 
| 
| 
) 


ALBANY } Ce iy >A Terminal & Security 
Gescheaee On. ‘ mn St. 


ASHEVILLE, N. ‘ti Transfer Co., 44 
Valley St. 


ATLANTA, GA.—Merehants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 


BANGOR, ME.—MeLaughlin Warehouse Co., 45 
Front St. 

BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue “A.” 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 880 Sencea St. 


CHARLESTON, 8. Em et Warehouse & 
Forwarding Co., 16 Hasell 


et N. C.—Carolina ois & Stor- 
1130 W. Morehead Street. 


CHATTANDOGA, TENN. en Ware- 
se & Cold Storage Co., 1208 King St. 
entenco, 1EL.—Midland Wescheuss & Transfer 
Co., (5th St. and Western 
CINCINNATI, OHIO—The Water Transfer & 
Forwarding Co., 222 E. Front St. 
Reyes. OH10—Tha Prversl Storage Co., 
range Avenue Terminal 
in 8. C—Columbla Brokerage & 
Storage Co., P. 0. Box 989 
COLUMBUS, OHIO—The Merchandise Storage 
Co., 29 Vine St., 

— TeuAe—the Dallas Transfer & Ter- 
inal Warehouse Co., Sante Fe Bidg 
DAVENPORT, eg ye! a Richter Express 

& Storage Co., E. 4th St. 


DAYTON, OHIO—The haba Storage Co., 10! 
Bainbridge St. 


DENVER, 
Co., | 


oem, memes. pW herent ome & 
ee Co., Sth & Mulberry Sts. 


om MICH sot ee Sugar ems, 
Lafayette Boulevard. 


EL PASO, TEXAS—E!i Paso Fireproof Storage 
Co., 1125 Texas St. 


cote. —Welcker Transfer & Storage 
700 iSth St. 
1924 


ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Rallroad Ave. 


wate ey * aati Warehouse 


Main 
ee... 0.—Union 
Northern’ P Pacifie Ave. 


FORT BESCT, ION A—Braty Transfer & Stor- 
age Co, t & Central Ava 


Co., 
Transfer Co., 806 


FORT WAYNE, IND.—Pettit’s Storage Ware- 
house 


Co., 414 E. Columbia. 
omsewes, JF a aaa & Nicholle Co., 
¢., 
GRAND RAPID pe -—Kent Co., 
69 Front ta —_ 
HARRISBURG, PA.—M & Co, @ 
South (0th St. _ 
HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 
HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 
HUNTINGTON, W. VA.—Maler Salce & Storage 
Co., 1689 Seventh Ave. 
INDIANAPOLIS, [ne setee 
620 South Capitol 
es yo 
house Ce., 


Warehouse Ce., 


ae Terminal Ware- 
Union & lonla Sts. 


ESTABLISHED 1913 


-MENMBERS -—- 


KANSAS CITY . “YW Transfer & Stor- 
age Co., 28 WH 4th 

LEXINGTON, pabiadieien & Storage 
Co.,, Spring & Vine Sts. 

LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


SHIPPERS 


All Chain Warehouses 
are operated with 


Low Insurance Rates 


R. R. Connections 


Cartage Facilities 


For Storage and Distri- 
bution of Merchandise 
at Equitable Rates. 


Call upon our nearest 
Representative for further 
Information regarding 


facilities in any city. 


Los apenas, are. tee Terminal Ware- 
house Ce., 731 Terminal St. 


LOUISVILLE, KY. yoy Publile Warehouse 
Co., Brook & M 
vee. VA —tynenber Storage Ce, 


aan 3 tg Transfer Co., 24 
North 2nd 8t. 


ee, WiS.—Hansen Storage Co., 128 

Jefferson St. 

we ey -~s eemed Warehouse 
Co., 334 N ist St. 


weary ALA sae et Warehouse Co., Water 
Lipscombe Sts. 


monrcom ERY, ALA.—Moeller 


Transfer & 
Storage Co., 210 Coosa Street. 
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NASHVILLE, TENN.—E. M. Bend Fireproet | 
Storage Ce, 1609 Broadway. | 


NEW ORLEANS, 
Ltd., 815 South 


NEW YORK CITY—F. C. Linde CO., 23 Variek 
Street. 


LA.—United Warehouse Ce., 
Front St. 


OKLAHOMA CITY, 
Storage Co., 330 


OMAHA, se eed Omaha Van & Storage, 
806 South i6th 


OKLA.—O. K. Transfer & 
West ist St. 


ORLANDO, FLA.—Orland Cempan 
a ces ee Feed - 


PEORIA, ILL.—Federal Warehouse Co., 800 
South Adame St. 

PETERSBURG, VA.—Seouthern Bonded Ware 
house Corp., 22 South Market St. 

PHILADELPHIA, PA.—Merchants Warehouse 
Co., 10 Chestnut St. 


PORTLAND, 
Co., 30 


PORTLAND, ORE.—Holman Transfer Co, 8-12 
Front St. 


MAINE—Galt Biosk Warehouse 
Commercial St. 


RALEIGH, N. C.—Carolina & Dis- 
tributing Co., 108 W. Lane tame ot 


ROCHESTER, N. Y.—Bia Sterage Ceo., 
, = Broad Strect at sort 


ROCK ISLAND, he island Transfer & 
Storage Co., 10) 7th St. 
—-, FRANCISCO, ed ge Haslett Ware- 
jouse Co., 60 Californ 


SAVANNA, oA. Savanaah a Warehouse 
aT ay St. Extension & Canal. 


conan. eA The Quackenbush Warehouse 
Ce, 2) Bridge St. 


eae yt WASH.—Eyres ~~ & Distribst- 
Go., 801 Ry. Ave. Se, 


suneveronT, LA. — Herrin Transfer & Waree 
se Company, eorner Spring and Vine Sts. 


a... city, = ae Van & Storage 
Co, 614 Riverside 


ST. Ry mo cone Warehouse Co., 
orth Levee. 


sT. pig MINN.—Security Warehouse Co. 

sT. perenspuns, FLA.—Seutherg Transfer & 
Sterage 

SYRACUSE, N. Y.—Great Northern Warehouses, 
Inc., 350 West Fayette Street. 

TEXARKANA, ARK.—Huenter Transfer Co., 819 
E. Front St. 

TOLEDO, 


UTICA, N. Y.—Seneea Warehouse Company. 
VANCOUVER, 8B. G—Vaneouver Warehouses, 
Ltd., 550 Beatty St. 


OHiO—Depenthal Truek & Storage 
0S Summit St. 


WASHINGTON, D. ae. Transter & 
Storage Co., 920 E St. N. W. 


vee. W. VA.—Unions } med a 
Storage Co., Main, South & 


wiser, KANS.—Brekers oon ry Warehouse 
Co., 143 No. Roek island 

WICHITA FALLS, TEX.—T saiaieaine i 
fer, Storage & Forward tart (507 Lamar 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
ine., Water & Ana Sts. 


WINNIPEG, CANADA—Tyson’s Storage, 128 
James Street. as 


WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


STORAGE - MERCHANDISE - DISTRIBUTION 


Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


0. V. HUKILL, Eastern Representative 
260 West Broadway ee 
New York City 


Phone Walker 7195 


———F 


W. H. EDDY, Western Representative 
53 West Jackson Blvd., Room 1010 
Phone}Harrison 1496 


Chicago, III. 
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Looking Ahead 


6 devs competitive struggle of industry has sharply emphasized the need 

of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished product to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plaut location. 


The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


-.Montour R.R. 
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OF BUFFALO,N.Y. 


Shippers: 


management s 
ards of service to vessels and shippers alike. 


THE TRAFFIC WORLD 


The Chain of Tidewater Terminals 
and | 


Allied Inland SR a | 


BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 


BUFFALO 
KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 


uffalo, N. Y. 
W. J. Bishop, General Supt. 
w 


cluding the Great es steamers 
and N. Y. Barge Canal lines. Also 


panies. 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 
G. M. Richardson, Gen. Mgr. and 
reasurer 
10 Chestnut St., Philadelphia 
Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 8 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


Write or telephone the com 


The above means great money saving to you. careful 
your freight to be delivered to these spiendid terminals, and 


All structures are concrete and steel, completely sprinkler protected, affordi 
and security with lowest possible insurance rates. Our 
pecializing in the operation of terminal and warehouse facilities insures uniform stand- 
ae — costs _ —_ — why pay _—_ for less? 
pany nearest to you and our rates and arran en tl 

furnished, together with descriptive illustrated folder. — eennited 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 13820 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piliing—Maxi- | 
teh. Fire roof storage di- 


PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 


Liberal advances on stored goods. 


NORFOLK 
NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 
Norfolk, Va. 
Three piers, each 1300 ft. long—4 ope 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 


} folk’s eight Trunk Lines. 


Read 


Single Unit Policy of adm 


HARVEY C. MILLER, President 


319 Commercial Trust Building, Philadelphia, Pa. 
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THE SOO LINE’S GREAT 


Freight Terminal 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


ea Fins 


\ 
—— — 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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= avoid delay, = for Can- 
ian destinations accom; 
EDMONTON g ae by Pog «sd “<-> declaration 
0 made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and - 
company same to Canadian port of 


SAULT SAINTE MARIE 


MENOMINEE 


ALWAYS DEPENDABLE Om eas 
FREIGHT SERVICE 


Rp oy 


Boston, Mass., 40 Central St. i .» 788 Railway Ex. Bldg. 
— N. Y., 409-410 Iroquois 5380 Van Nuys Bldg. 
i orter 


Bldg. Philadelphia, Locust St. at 15th 
Ind., 430 Merch. Bank Bldg. Pitter oh i ne 2041 Gr igs 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 


Weakeha, Wi 603-604 Lombard Bldg. 
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AN ENGINEER’S REPORT 


ON THE 


Chesapeake & Ohio Railway Territory 


Here is an actual data sheet from a reputable and well known Consulting Engineer 
who made a study of a CHESAPEAKE & OHIO location for a large industry, which 


is now in successful operation on our rails: 


Labor: Labor is made up of 95 per cent English-speaking Ameri- 
cans, both common and skilled, with good records in the territory 
in diversified industries; the turnover is light and a majority 
of the workers own their homes. 


Fuels: A plentiful supply of natural gas for manufacturing and 
domestic purposes, from public utility companies, is available at 
a cost of from 19 to 20 cents per 1000 cu. ft. (1100 B.T.U. per 
cu. ft.). Investigation of developed and undeveloped gas fields 
indicates supply of gas from 15 to 20 years. A good supply of 
high grade oil of low sulphur content is available from the local 
oil refinery at a present price of 5 to 6 cents per gallon delivered 
at plant. There is an excellent supply of high grade bituminous 
steam and gas coals from local coal fields costing $2.50 to $3.00 
per ton, delivered at the plant. 


Power: Two modern central stations supply power at a cost 
to large industries of 11 to 12 mills per kw.-hr. (now as low as 
7 or 8 mills in large blocks). 


Transportation: Thirteen important railroads make connections 
within 175 miles. The Ohio River is navigable all the year, 
traffic being on regular schedule. 


Water: Both river and borehole water of good quality are avail- 
able, the latter at an average depth of 60 feet. 


Climate: The climate is equable, with generally cool nights and 
little snowfall. . 


Supplies: Refractories, charcoal, castings and steel are obtain- 
able in the district. 


Taxes and Law: These compare favorably with those of other 
districts. There are no smoke laws. 


Permit us to tell you more about this location as well as others of equal merit. 


Address: 


Industrial Department 


The Chesapeake and Ohio Railway Company 
RICHMOND, VIRGINIA 
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The First Seven Years 


With this message to the public through the 
newspapers on its lines, the Illinois Central 
System begins its eighth year of institutional 
advertising. The first of these messages was 
broadcast through the press September 1, 
1920. That, for purposes of comparison, was 
prior to the time that the radio, now so popu- 
lar, brought the word “broadcast” into com- 
mon use in our language. 


In the last seven years the Illinois Central 
System has placed messages similar to this 
before the public eighty-four times. It has 
utilized around 500 newspapers once a month 
and has regularly reached something like 
twenty million readers. The subjects discussed 
have covered every conceivable phase of the 
railway business, and the invitation for “con- 
structive criticism and suggestions,” which 
closes each advertisement, has been accepted 
thousands of times. 


In point of sustained purpose and continuity 
of interest, it is believed that this series is 
unique. Its one intention has been consistently 
maintained—to place the facts about this rail- 
road and the railroads in general frankly, fully 
and conscientiously before the public. Its hope 
has been to develop an informed public opin- 
ion, to bring forth suggestions for improve- 


ment in railway service and to win and increase 
good will for the Illinois Central System. 


How nearly these goals have been attained, 
it is not for us to say. There is little doubt, 
however, that the situation existing among the 
railroads, their patrons and their employes is 
better today than it was in 1920. Understand- 
ing has in large measure replaced distrust; 
there is an increasing reliance upon the policy 
of live and let live; railway service is better 
today than it ever was before, and benefits are 
accruing therefrom to everyone interested in 
any way in the railroads. 


The Illinois Central System likes to feel that 
its seven years of open discussion of railway 
problems have contributed something toward 
this improvement. It is therefore with the 
satisfaction of at least some accomplishment 
that the Illinois Central System opens the 
eighth year of its institutional advertising by 
extending to its friends and patrons the same 
invitation it extended seven years ago: 


Constructive criticism and suggestions are 
invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, September 1, 1927. 
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SOUTHERN PACIFIC LINES 
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Where they reach 
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Dixie Terminal 


Magnolia Fig Trees—Bear from July to November 


@ BUFFALO 
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FIGS ARE EASILY CULTIVATED IN LOUISIANA AND THERE IS 
NO SUCH THING AS A CROP FAILURE 


HE Magnolia fig originated in and is perfectly time, a period often limited to from ten to four- 
i at home in the country adjoining the Gulf of teen days, the ‘‘set’’ of the fig fruit is spread over 
Mexico, where it thrives and is being grown a period of practically seven months. 
with large profit. Abundant crops are produced The growing of figs for preserving purposes has 
and there is never such a thing as a failure in been on the increase the past decade, and there are 
the crop. Unlike other fruit, such as the apple, large canneries in the south that také all the figs 
peach and plum which have a fixed blooming obtainable. The demand exceeds the supply. 


Write, telegraph or ‘phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 
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